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would you 
choose a 
Schooner 


For Fast 
Freight ? 





Of course you wouldn't... TOO SLOW ... not 
modern... THING OF THE PAST.... 


Just so! And if you spend the same thought choos- 
ing the ROUTE your freight must travel to 
the Orient, you’ll send it via the modern, splen- 
didly equipped PORT OF SEATTLE and save 


time and consequent money. 


Here’s the reason! Seattle is the nearest U. S. 
port to the Orient. More need not be said. Except 
that we urge you to check this statement . 

NOW! Then WITHOUT FAIL route 
your next consignment of merchandise VIA 


SEATTLE. 






0 


SHIP VIA 


Oo 
SHIPPING 





Seattle is characterized by Port facilities 
among the most modern of any city in the 
world. Because of proximity to the vast west- 
ward markets, it has enjoyed phenomenal 
growth. By direct routes from the Port of 
Seattle, merchandise is shipped to principal 
ports of Great Britain, Continental Europe, 
Africa, Australia, South America, Hawaii, 
Japan, China, The Philippines and Siberia. 
Approximately 142 steamship lines operate to 
and from the port an average of 122 ships per 
day. These and many other illustrated rea- 
sons responsible for Seattle’s growing impor- 
tance in world shipping are contained in an 
attractive Port Book—yours for the asking. 


BELL STREET TERMINAL 
Seattle, Washington 


NEAREST AMERICAN PORT TO THE ORIENT 
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Te time spent getting quotations on Packing 
Pads is lost if all figures are not based on the 
same specifications—for then prices cannot accu- 
rately be compared. To protect shippers, we have 
prepared a Standard Specification Sheet for 
Packing Pads which will enable them to save time 
in purchasing and, at the same time, make sure 
prices submitted are on pads of equal quality. 
We feel certain that if quotations are figured on 
the same specifications, prices on Protex Pads will 
be the lowest—but you need not take our word 
for it. Send today for a quantity of these 
Specification Sheets—they will save you time in 
purchasing and allow you to determine for your- 
self which are the cheapest pads for you to use. 


AMERICAN EXCELSIOR 
CORPORATION 


General Offices 
1000-1020 N. Halsted St. 


MAIL 


re ee ee ee 


Chicago, Ill. 


COUPON FOR FREE 
SPECIFICATION SHEETS 


American Excelsior Corp., 
1000 N. Halsted St., Chicago. 


Gentlemen: 


. Kindly send us a quantity of the “Standard Packing Ped 
Specification Sheet. 


C You may also send us samples of Protex Pads. 
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me. JOHN BULL .. . will listen 
tO r eas On The “Buy British’? movement has been om 
a god-send to England. It has forced British manufac- 
turers to recognize the value of their own market. all 
1 
American manufacturers can no longer overlook the 3 oie 
necessity of meeting this encouraged British competition. aie 
They must either establish their own factories in England ~_ 
or retire gracefully. a 
Factory sites along the L.M.S. right-of-way are plenti- on 
ful—either for sale or for rent. Prices are extremely low. kb , 
Cheaper labor and carrying charges make operation most a 
economical. And of course, a ‘Made in England” label — 
for your product eliminates all buying prejudice. na 
Let us show you our listing of available factory loca- & 
tions—also the experience background of other American = 
businesses already manufacturing in England. This in- . 
formation will be given in strict confidence—without cost I 
or obligation. Just write or phone. “a 
wa} 
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not 
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GREAT BRITAIN 


LONDON, MIDLAND & SCOTTISH RAILWAY OF G. B. B the 


[LONDON, MIDLAND & SCOTTISH CORPORATION] 


Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Our Platform 


A permanent transportation institute, supported by 
| all interested in sound policies, for the purpose of 
| setting forth facts without bias. 

; Take the government out of business. This applies 
' to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. hy 

Equalization of regulation of the various agencies 
) of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
/ amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
| service that will justify employing them. 


0011-0 Ber Oe Ores rOer ere Oe BeBe Ber Borers 9 Ooo Bers O or Orr Ser Ooo Bor Soro Bor Ooo Os + Gor Oo+ Ose Oe Oe Serr 


REPUBLICANS AND WATER 


N commenting on the Republican and Democratic na- 

tional platforms, we gave the Republicans credit for 
not endorsing inland waterway development, except that 
they favored the construction of the St. Lawrence Sea- 
way. We got our information from the platforms, as 
published in the newspapers. In the “Republican Party 
Platform,” issued by the Republican National Committee 
in pamphlet form, under date of June 27, however, we 
note this language, which did not appear in the news- 
paper reports: 

The Republican party recognizes that low cost transporta- 
tion for bulk commodities will enable industry to develop in the 
Midst of agriculture in the Mississippi Valley, thereby creating 
a home market for farm products in that section. With a view 
to aiding agriculture in the Middle West, the present administra- 
tion pushed forward as rapidly as possible the improvement of 
the Mississippi Waterway System, and we favor a continued 
Vigorous prosecution of these works to the end that agriculture 


and industry in that great area may enjoy the benefits of these 
improvements at the earliest possible date. 


There is a story that this part of the platform was 
mislaid and was not given out to the newspapers or even 


read to the convention. If it was not read to the conven- 
tion, it could hardly be said to have been adopted, since 
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platforms are adopted by the delegates and they could 
not adopt what they did not hear. We do not know 
whether or not the story is correct and we are not in- 
terested in investigating. That is a thing for the dele- 
gates to worry about, if any of them care to do it. We 
suppose, however, that the point will not be raised and, 
since the record shows the adoption of this plank, it may 
properly be considered a part of the platform. We, there- 
fore, withdraw the complimentary things we said with 
respect to the failure of the Republicans to yield to the 
demands of the waterway advocates. 


MOTOR TRANSPORT AND RAILROADS 


HE argument that the falling off in railroad traffic 

is due almost solely to the business depression and 
that motor truck competition amounts to little in the 
total was referred to in our issue of last week. We said 
it was not true. Now comes the Commission, in a report 
authorizing the Minneapolis and Rainey River Railway 
Company to abandon 63 miles of line in Itasca and 
Koochiching counties, Minnesota, pointing out that the 
falling off in traffic on the Minneapolis and Rainey River 
clearly seemed to be the result of increased motor trans- 
port operation rather than the depression. 

“This falling off in traffic, while, doubtless, due, in 
some measure, to the prevailing industrial depression, 
clearly seems, in mnch larger measure, to be due to the 
increase in truck transportation,” said the Commission. 
“Tn the last two or three years the number of trucks op- 
erating in this region has greatly increased and their 
charges for transportation are so low that the railroad 
is unable to successfully compete with them, although it 
has reduced its rates in the effort to do so. The applicant 
represents that, since the summer of 1930, the trucks have 
taken so much of its traffic as to render impossible the 
further operation of the railroad without heavy losses.” 

Truckers in competition with this railroad, accord- 
ing to the report of the Commission, with trucks and 
trailers, haul 15 to 18 tons to a load, or about one-third 
of a carload. It was testified that pulpwood that would 
have made 2,500 or 3,000 carloads had been trucked 
from the territory tributary to applicant’s line since 
August, 1930, while the railroad hauled only 604 cars of 
pulpwood in 1930 and 1931. 

Other reports of the Commission in abandonment 
cases have dealt with the adverse effect of motor trans- 
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portation on railroads. The fact is, of course, that a proc- 
ess of substitution of motor service for rail service has 
been and is going on throughout the country and, while 
the case of the Minneapolis and Rainey River may not be 
entirely representative of this situation, it may be taken, 
we think, as an indication of a trend that is causing a 
reduction in the volume of railroad traffic that may not 
be attributed to the depression. 


PUBLIC REVENUE CONSIDERATIONS 


NE of the principal arguments of the “wets” on the 

prohibition question is that a restoration of liquor 
(more especially beer) to legitimacy in manufacture and 
sale would result in greatly increased revenue for the 
government and increased employment for citizens in this 
time of need. It seems to appeal to many people. What- 
ever may be said of the financial argument for steering 
a course on a moral issue, certainly, on all issues but 
moral ones, it is convincing, and, if it is so to so many 
with respect to prohibition, it ought to be all the more 
so with respect to purely economic matters. 


We are thinking now of the railroad problem. The 
railroads are our largest taxpayers. If they fail, what 
will happen to community revenues from which the schools 
and other public enterprises are supported, and what, 
indeed, will be the effect on prosperity and employment 
generally? It does not require much of an economist 
or statistician to answer. Figures could easily be pro- 
duced. It is enough to say that the effect would be 
dire. That failure, to a greater or lesser extent, for the 
railroads is no idle dream is shown by the statements 
of many men who are dallying with' the subject. Senator 
Couzens, for instance, chairman of the Senate inter- 
state commerce committee, predicts that, when the pres- 
ent business depression is over, railroad common stock 
will be without value and that ten billion dollars of rail- 
road investment will have been wiped out because that 
much in physical railroad property will have been aban- 
doned or destroyed. Carry out this line of thinking and 
see where we arrive. There may be exaggerations in 
what is said and predicted, but there is ground for worry. 

Of course, if all this should happen merely as a re- 
sult of the business depression, nothing could be done 
about it, except such things as are already being done 
by providing loans through the Reconstruction Finance 
Corporation, and so on. The railroads would have to 
take their loss and the public would take its loss also, 
through the failure—to whatever extent there was fail- 
ure—of the second largest business in the country. But, 
if it does happen, it will be due, not only to the depres- 
sion, which affects all business, but to a governmental 
policy that does not give the railroads a square deal. 
In fact, in some respects, it actually sets up the oppo- 
site of a square deal. It becomes necessary, therefore, 
in our opinion, not only because of regard for fairness 
and right, or because of academic desire for economic 
soundness in our transportation scheme, but because of 
the public welfare in terms of food and clothes, educa- 
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tion, fire protection, sanitation, and the thousand and 
one other things bought by citizens out of their wages 
and for them by the government out of taxes collected, 
to sustain the railroads, just as all other business should 
be sustained, by at least a fair policy toward them. What 
is necessary to accomplish this? 

The first consideration is the equalization of reg- 
ulation as between the railroads and their competitors. 
The railroads are under a disadvantage in being reg- 
ulated while their competitors are not. In all fairness 
and economic soundness, regulation should be equalized. 
We do not favor piling restrictive regulation on the com- 
petitors of the railroads merely to make conditions 
equal. Rather, we would take most of the regulation 
from the railroads. We suggest, as we have suggested 
before, that there be, for instance, no regulation of rail- 
road rates except to prevent undue discrimination. Let 
the railroads be free, as their competitors are, to dicker 
for freight and to do business as other business men do 
it. They must be so if they are to compete on a fair 
basis. If they need other restrictions than the one we 
have mentioned, then so do their competitors. If the 
public interest demands regulation in other respects, 
then it demands it of all other forms of transportation 
as well as of the railroads. The faults of the railroads 
and their methods, no doubt, brought regulation on 
them, but it is not to be taken for granted that their newly 
developed competitors need none of the watching that is 
imposed on them. If the public interest requires more 
regulation than that, in the interest of stabilization or 
what not, it requires it all the more of all forms of trans- 
port, now that the railroads have not a monopoly and 
transportation must be treated as transportation and 
not merely as rail transportation. 


Then there must be assurance, by careful and un- 
unbiased investigation, either that the motor vehicle 
competitors of the railroads are paying their proper 
share of the cost of building and maintaining the high- 
ways they use as a place of doing business, or that they 
are not; if they are not, it must be determined by how 
much they fall short and measures must be taken to exact 
full payment from them. On no other basis can’ there 
be fairness in the competition. 


What is true of motor vehicle competition is true 
also of inland waterway and intercoastal steamship 
competition. The intercoastal vessels must be regulated 
to. the same extent that their railroad competitors are 
regulated. The same thing applies to the waterways 
and, in addition, the operators of inland waterway trans- 
port should pay for their use of the rivers and canals and 
the government should get out and stay out of the busi- 
ness. There should be nothing approaching subsidy or ar- 
tificial aid to any form of transport as against any other 
form. The railroads, of course, should have the right to 
operate motor vehicles on the highways and boats on the 
waterways. If conditions are equalized so that all agen- 
cies of transport are on all fours with each other, there 
can be no objection to this. 
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When all this is done we can watch the railroads 
stand or fall in a competition based on rates and service 
without feeling that it is unfair. The public can have 
what it wants without its desire being stimulated by 
favors to one form of transport or another. If railroad 
business declines, that will be a logical economic devel- 
opment and not the result of witless government policies. 
It will be time enough then to consider whether anything 
more than merely fair tactics are necessary to save the 
railroad industry. 


RAILROAD PLANS 


An organization to advise railroads as to the new things 
that ought to be done and another to tell them what things they 
should eschew are being created under the auspices of the 
Association of Railway Executives. They are the outcome of 
the searching of their souls to find new ways to obtain and to 
retain money, necessitated by the depression and the taking 
of traffic from the railroads by other forms of transportation. 

A start has been made in the creation of both organizations. 
They will have tasks that cannot be performed by the Associa- 
tion of Railway Executives or the American Railway Association. 
R. H. Aishton, the head of the two associations, is leading in 
the institution of the two organizations. As chairman of the 
Association of Railway Executives he had appointed a committee 
composed of Daniel Willard, president of the Baltimore and 
Ohio; Carl Gray, president of the Union Pacific; and J. J. Pelley, 
president of the New Haven, as the nucleus of an organization 
that will direct and coordinate research work, present and pros- 
pective, which, if and when it has found something that would 
be of good for all railroads, they will recommend. It will deal 
with the new things. That is the body that will consider the 
thousands of suggestions made by railroad men and others as to 
the things that could be done by the railroads to help themselves 
by the adoption of new ways to do old things or things that 
are new as to character and necessarily as to methods. 

Not every suggestion that has been received by Mr. Aishton 
or any other officer of a railroad or railroad organization will 
be taken up bv the organization of which Mr. Willard is the 
present head. But the things that Mr. Aishton has laid before 
executives in an informal way whenever he has been able to 
get a number of them together in New York or any other place 
will be considered. Naturally they are the plans or suggestions 
that have run the gauntlet of associates or assistants of Mr. 
Aishton or responsible railway executives but which, before 
being recommended to the railroads throughout the country, 
should, in the opinion of those who have handled them primarily, 
be considered by a representative of all the carriers. 

Hundreds of suggestions come to the railroad executives 
from men seeking employment, or from men not primarily seek- 
ing employment who believe they have ideas, which, if put into 
execution, would result in benefit to the ralroads, and, neces- 
sarily, the public. 

That is one of the two things that are being done. The 
essential or primary idea back of the other is that the railroads 
need regional organization to bring about savings by the reduc- 
tion of foolish traffic practices, practices which result in loss 
of money through the initiation of something by one railroad 
which spreads to all others on account of competitive conditions. 

The central thought is that there should be a body in each 
of the three big classification territories with power to stop 
such foolish practices at their inception and should take steps 
for the elimination of others. Other industries have their czars 
or umpires to prevent such things. In the matter of rates the 
railroads have organizations that generally can and do prevent 
the doing of things, which, in the older days, would have re- 
sulted in rate wars. 

But, in connection with this second organization, it has been 
suggested that there is no body that deals with a situation that 
arises when one railroad shortens the time between terminals of 
crack passenger trains or deals with the expense that will fall 
on all railroads when one railroad increases allowances, switch- 
ing services, transit privileges, or sidetrack construction or 
maintenance of sidetracks. All these things tend to intensify 
competition, it is pointed out, with increase of expenses to 
all without compensating benefit. 

Railroads in the western district have already taken a step 
in the direction of a centralized control to prevent such wastes. 
The move may end in the appointment of one man in that 
territory to act as arbitrator or umpire to make decisions after 
the conflicting interests have placed their views before him. 
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The idea is to prevent further losses from unwise competition jp 
services and the bearing of expenses that should not be borne 
by the railroads. Such increases in expenses, it has bee 
argued, generally come from the act of one railroad in its 
effort to get more business. 

The thought in connection with that is that there shall be 
an organization heading up into one man or small body of me 
in three big territories to consider all such matters. One thought 
is that the regional commissioner or committee can prevent the 
washing of dirty linen by the railroads before the state an 
federal commissions. 

In rate matters, with which neither the Association of Rail. 
way Executives nor the American Railway Association deals, the 
railroads are fairly well organized. But the rate organizations, 
it is felt, cannot deal with the whole subject of things that 
create competition that results merely in increased expenses, 

The thought is that, if there is such an organization re 
sulting in either a small body or one man to act as umpire or 
czar in each of the three big districts, there will necessarily 
have to be a body or man to deal with interterritorial questions, 

Elimination of useless competition in passenger service 
would be one of the things to be considered by the commis. 
sioner or umpire. The amazing fact with regard to passenger 
service, the executives know, is that the trains which the pub. 
lic generally has been led to believe cause loss are the only 
ones that bring in revenue over the cost. For instance, more 
than forty per cent of the mileage of the country has passenger 
service consisting of a train each way every day. 

Passenger service on only seventeen or eighteen per cent 
of the mileage shows a revenue in excess of a dollar a mile. A 
dollar is the rough estimate of the cost. Many of the de luxe 
trains that duplicate service via other routes are money makers, 
their revenue running between two and three dollars a mile, on 
routes between important terminals. 

Much of the service over the mileage that returns less than 
a dollar a mile is maintained simply because of the laws of 
the various states or orders of state commissions. One of the 
problems of the organization, the beginning of which has been 
made by the western railroads, is to make plans, if possible, to 
prevent any loss in the passenger service that can be prevented. 
It is recognized as a hard problem to persuade the president of 
a road that is operating a de luxe train that brings in between 
two and three dollars a mile that, in the interest of the whole 
industry, he should consent to the pooling of passenger service 
between two points so as to benefit the whole industry. But 
that, it is pointed out, is one of the many points in the com 
petitive situation that will come up for consideration. 


INVESTIGATION OF I. C. C. 
The Traffic World Washington Bureau 


A congressional investigation of the Commission to deter 
mine whether or not the Commission shall be granted further 
power or shall be shorn of its present large power over rate 
making, accounting and issuance of securities of railroad com- 
panies; whether or not “the interference with the actions of 
the Reconstruction Finance Corporation” by the Commission 
has been unduly obstructive and not for the best interests of 
the country; and whether or not the Commission has _ been 
functioning in accordance with the spirit and provisions of the 
interstate commerce act, the transportation act of 1920 and acts 
amendatory thereto, has been proposed by Representative Cellet, 
of New York, in House Resolution 278, referred to the committee 
on rules, 

The resolution provides for appointment by the Speaker of 
the House of a committee of five members of the House, “which 
committee shall examine intensively into the deliberations, 
operations, and decisions of the Interstate Commerce Commis: 
sion since the passage of the transportation act of 1920 and 
acts amendatory thereto.” 

It is further provided that the committee “shall endeavor 
to find ways and means of increasing the earnings of the rail: 
road companies,” and that legislation be recommended for the 
purpose of removing the causes which have put the railroads il 
their present deplorable plight. 

In a series of preamble paragraphs the resolution refers t0 
the financial condition of the railroads; to severe criticism of 
the Commission for the alleged effect of its regulation on the 
financial condition of the railroads and to the financial emel- 
gency confronting the railroads. In one “Whereas” it is stated 
that the Commission is, among other causes, in part responsible 
for this breakdown and difficulty. In another it is averred that 
the chaotic state in which the railroads find themselves may 
require the setting up of something akin to a ministry of tral’ 
portation, with plenary powers, superseding the jurisdiction of 
the Commission, to act decisively and quickly on the questiol 
of rates, etc. Possibility of the government having to take ove! 
the railroads is also mentioned. 


: 


Unc! 
Elig 
in B 


sia 1 
of $ 


were 
caus 
In a 
shal 
selv 
are 


sma 
still 
civil 
ern 
Still 
Con: 
defe 
And 
—th 


eris’ 


ing 
the 


avel 
Tha 
a di 
$595 


of t 
way 
me! 
And 
to 1 


yow 
rap! 
The 
cut 


mal 
the: 
$3,4 
fisc 
$3,0 


Not 
Gre 
for 
ZOV 


“Sh 
sha 


tric 
ten 


not 








D in 
Tne 
een 

its 


| be 
Ney 
ight 
the 
and 


tail. 
the 
ons, 
shat 


Ses, 


Or 
rily 
ys, 
vice 
nis- 
ger 
ub- 
nly 
ore 
ger 


ent 
xe 


ST's, 


lal 


el 
ole 
ice 
sut 
m- 


S, 


July 9, 1932 





Current Topics in 
Washington 





Words of comfort in the end-of- 
the-fiscal-year comments by Secre- 
tary Mills on the finances of the 
United States are about as rare as 
words of commendation for other 
governmental systems in Soviet Rus- 
sia literature. There may be some. If so, they are hard to find. 

The deficit was $2,885,000,000, as compared with a deficit 
of $903,000,000 in 1931. 

They are big figures—now—though nothing if Americans 
were not shaking with fear and trembling for themselves be- 
cause some of them have lied to and stolen from the others. 
In a short time—short even in the life of a human being—we 
shall be laughing on account of our lack of confidence in our- 
selves in our acts which seem to say that the things we have 
are not as good as they ever were for comfort and luxury. 

Everything was disappointing to the Treasury—receipts 
smaller than expected, even from foreign governments that 
still owe us money for what they used in preserving, they said, 
civilization. But that decline in payments from Foreign gov- 
ernments was only $252,000,000—a mere drop in the bucket. 
Still, it was $102,000,000 greater than the then enormous sum 
Congress put into the hands of William McKinley for national 
defense before the outbreak of the Spanish-American War. 
And Americans thought that that was something great. It was 
—then. McKinley was authorized to spend it as he thought 
fit. He did not have to account for it in the precise “bookeep- 
erish” way generally required. 

The gross debt outstanding went up $2,686,000,000, bring- 
ing the total to $19,487,000,000, or a little more than six times 
the popular impression of the cost of the Civil War. 

Perhaps there is a word of comfort in the fact that the 
average interest rate fell from 3.56 per cent to 3.50 per cent. 
That looks small. However, that six hundredths of one cent on 
a dollar cut the interest payments from $611,000,000 in 1931 to 
$599,000,000 in the fiscal year ended June 30. 

Perhaps another mite of comfort may be found in that part 
of the secretary’s comment in which he points out that, in a 
way of speaking, in our Treasury’s running behind, we were 
merely drawing on a reserve we had set up. In prior years, 
Andrew W. Mellon applied surpluses aggregating $3,460,000,000 
to reduction of the debt. 

And right here it may be appropriate to say that many now 
yowling about the condition of the Treasury moaned over the 
rapidity with which Mellon was reducing the national debt. 
They said he should not do that, but should allow Congress to 
cut taxes. 

It is believed that the former head of the Treasury could 
make a fairly good showing in behalf of what he did. Suppose 
there had been no such reduction in the debt. The interest on 
$3,460,000,000, even at the low rate the government got in the 
fiscal year just ended, would have run the deficit up to over 
$3,000,000,000 instead of what it was—$2,885,000,000. 


Uncle Samuel 
Eligible to Membership 
in Bonus Army 





Now that Governor Roosevelt has 
abolished the notification of candidate 
ceremony—for this year, at least—the 
chances are that it will never regain 
the glamour it once had. There are 
some, however, who do not like the 
governor’s use of the word “sham” in connection therewith. 
“Sham” conveys a sense of deceit. Notifications were not a 
Sham when they were first used. George Washington may have 
heard rumors that he had been elected President of the United 
States. He may even have received letters to that effect. But, 
if no one had given him formal notification of the fact, he 
might have wondered a good deal about the matter. 

A letter or a telegram can be forged and it would be easy 
for an actor accustomed to imitating the speech of other men 
to call the candidate on the telephone and tell him things that 
were not so. Of course, in these days of telephone, television, 
and radio it would be hard, though not impossible, to play 
tricks with a candidate. Impostures would, undoubtedly, be at- 
tempted if there were any money in them for the criminal. 

According to Harry M. Daugherty, Harding’s denounced, if 
not discredited attorney general, he did not send the telegram 


Notification Ceremony 
Growing Obsolete 
for Fifty Years 
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to Harding signed with his name urging the President-elect to 
bestir himself about the naming of Albert B. Fall to a place in 
the cabinet. Inasmuch as the message was for the benefit of 
Fall, the inference is that Fall signed Daugherty’s name to it. 

The notification ceremony, it probably will be admitted, is 
a useless thing now, but not a sham. It is no more a sham 
than the old ceremony at the coronation of an English king of 
proclaiming him and having the crowd shout: “Yea, yea, King 
George.” That was the confirmation the old tribes gave to the 
selection of their war lords. When one of the Norman kings 
was so acclaimed by the English, his Norman soldiers were so 
unacquainted with the custom that they fell on the crowd with 
axes and swords so that the ancient ceremony was turned into 
a bloody riot. The Norwegians had lived so long among the 
Romanized Celts and had tried so long to talk Latin that they 
did not get the drift of what their kinsmen attending the cor- 
onation were saying. They thought the English were raising 
the cry of an insurrection. 

At no time in the last fifty years has it really been neces- 
sary to tell a candidate that he has been nominated. But it 
has been an opportunity for the member of the notification 
committee to let his neighbors know about the importance of 
his membership, even if, as in the national convention, he 
would have no chance to make a speech. 





Senator Walsh, of Montana, 
chairman of the Democratic national 
convention, was not hazing Huey P. 
Long, of Louisiana, when he asked 
the latter who was addressing the 
chair. Walsh knew Long, but the 
Montana man, it is believed, thought it wise to make Long 
identify himself to others who might not know him. Long 
compromised by announcing that the speaker was the chairman 
of the Louisiana delegation. Walsh did the same thing to 
others who tried to speak without having been identified. 

That power of the chairman to stop a speaker for purposes 
of identification was once used by Senator Brice, of Ohio, with 
deadly effect on John H. Clark, of Youngstown, O., later an as- 
sociate justice of the Supreme Court of the United States. 

Clark politically despised his fellow Democrat, being of 
that faction of the party that believed Brice and those who 
followed him were mere representatives of “the interests.” 
Clark came to the state convention over which Brice was pre- 
siding determined to take the hide off Brice. The latter prob- 
ably knew of the intention and was prepared for the assault. 

“Will the delegate please give his name and the name of 
his county,” drawled Brice in the midst of a blistering sentence 
Clark was speaking about the chairman. Clark was not pre- 
pared for that interruption. He intimated that Brice knew him. 
Brice, however, was determined to have Clark give his name 
and the name of the county he represented. 

By the time Clark did that he was so out of stride that the 
scarification that had been planned was not as effective as it 
probably would have been had not Brice insisted on the ob- 
servance of the formalities. 

A chairman determined to make a speaker observe the 
formalities can ruin a speech. Clark probably believed that 
could be done after he had had his run-in with the man who 
had scared Commodore Vanderbilt into buying the Nickel Plate 
when it was on the verge of bankruptcy. 


Power of the Chairman 
of a Convention 
to Rag a Speaker 





A loan of $3,390,000 to the Frisco, the 
Commission said (see Traffic World, July 2, 
p. 15), would prevent a receivership on July 
1. In view of the fact that a receivership— 
the placing of property in the hands of the chancellor, the lat- 
ter the keeper of the king’s conscience—is for the conserva- 
tion of the property of a man or corporation hard pressed for 
cash, it seems peculiar that such extraordinary steps should be 
taken to avoid it. 

This saving of the road from receivership was made possi- 
ble by the acts of its creditors. They agreed to reductions in 
the rates of interest and the foregoing of interest for five or 
ten years. 

A cynical person might infer from that that owners of 
securities in these days had learned something about the ter- 
rors of the law, using that word to cover both law and equity. 
The prize fighting or boxing fraternity thought they had “got 
a line” on chancellors and their ways long ago. When they 
got the head of an adversary under the left arm leaving the 
right fist free to play on the other fellow’s nose without effec- 
tive return from the owner of the head, they said they had 
him “in chancery”; that is, he was as badly off as the ward 
whose estate was in chancery, sure to have costs piled on it 
for the support of the chancellor and his office. It may be that 
the equity court mitigates the rigors of the law. However, the 
creditors of the Frisco seem to have learned that it probably 
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will be better for them to reduce the rate of interest the prop- 
erty is to pay on its debts than to throw the property on the 
mercy of the chancellor. Receiverships, for years, have been 
almost, if not altogether, a scandal in the eyes of the public 
with enormous fees for receivers and their legal advisers, the 
latter often seeming to rival swarms of locusts. They have 
been major calamities, it seems, resulting not only in fees that 
looked unconscionably large, but in the wiping out of the inter- 
est of stockholders and reducing that of the bondholders. 

Nature, in few instances, seemed as ruthless as the chan- 
cellor, keeper of the king’s conscience, as represented by the 
receiver and his brood. 


The states probably will have ef- 
fective regulation of the trucks long be- 
fore the national government gets 
started. As a matter of fact, they have 
a body of law built up now, according to the view of well in- 
formed men, which, if carried out, will remove many of the 
wholly obnoxious features of truck transportation. The deci- 
sions in the cases involving the laws of Texas and Kansas made 
by the U. S. Supreme Court a few weeks ago point the way to 
control of the size of trucks and the bringing of the so-called 
private truck under the control of the state authorities. (See 
Traffic World, May 28, p. 1143.) 

The Ohio commission—one of the first to say to the motor 
vehicle where it might operate—has just won another court 
victory in Motor Transport and Truck Company vs. Public Util- 
ities Commission of Ohio. The highest court in that state sus- 
tained the Ohio commission in refusing a permit to an inter- 
state truck line on the ground that the traffic on the route over 
which the permit was sought was so congested that additional 
truck service would create undue public hazard. The commis- 
sion said the truck line might use a route that was less con- 
gested. In doing that, it applied to the interstate operator the 
rule it had placed on intrastate operators to whom it refused 
permits for a like reason. The Ohio body pointed out a route 
that needed transportation facilities because a trolley line had 
been abandoned between Cleveland and Mansfield. The Ohio 
court said, in this case, that it had not been shown that the 
action of the commission in refusing the permit was arbitrary 
or unreasonable.—A. E. H. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first five 
months of 1932 had a net railway operating income of $99,495,- 
$73, which was at the annual rate of return of 1.11 per cent on 
their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
five months of 1931, their net railway operating income was 
$189,886,370, or 2.12 per cent on their property investment, 
according to the Bureau which adds: 


States Moving Fast 
in Truck Regulation 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals, but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first five months of 1932 
is based on reports from 167 Class I railroads, representing a total 
of 242,091 miles. 

Gross operating revenues for the first five months of 1932 totaled 

$1,355,204,742 compared with $1,817,752,767 for the same period in 1931, 
or a decrease of 25.4 per cent. Operating expenses for the first five 
months of 1932 amounted to $1,081,276,419, compared with $1,436,596,929 
for the same period one year ago, or a decrease of 24.7 per cent. 
: Class I railroads in the first five months of 1932 paid $124,941,176 
in taxes, compared with $136,284,144 for the same period in 1931, a 
decrease of 8.3 per cent. For the month of May alone, the tax bill 
of the Class I railroads amounted to $25,057,714, a decrease of $2,561,306 
under May the previous year. 

Sixty-five Class I railroads operated at a loss in the first five 
months of 1932, of which twenty-one were in the Eastern, thirteen in 
the Southern and thirty-one in the Western district. 

Class I railroads for the month of May had a net railway operat- 
ing income of $11,950,652, which, for that month, was at the annual 
rate of return of .59 per cent on their property investment. In May, 
roe their net railway operating income was $41,699,649, or 2.05 per 
cent. 

Gross operating revenues for the month of May amounted to 
$254,741,235 compared with $369,035,767 in May, 1931, a decrease of 31 
per cent. Operating expenses in May totaled $207,392,948 compared 
ar $288,060,286 in the same month in 1931, a decrease of 28 per 
cent. 


Eastern District 


Class I railroads in the Eastern district for the first five months 
in 1932 had a net railway operating income of $81,200,147, which was 
at the annual rate of return of 1.80 per cent on their property invest- 
ment. For the same period in 1931 their net railway operating in- 
come was $111,020,821, or 2.47 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Eastern dis- 
trict for the first five months in 1932 amounted to $707,642,840, a de- 
crease of 23 per cent below the corresponding period the year before, 
while operating expenses totaled $542,176,068, a decrease of 24.5 per 
cent under the same period in 1931. 

Class I railroads in the Eastern district for the month of May had 
a — yg operating income of $13,003,300 compared with $24,564,799 
in May, : 
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Southern District 


Class I railroads in the Southern district for the first five months 
in 1932 had a net railway operating income of $9,066,563, which was at 
the annual rate of return of 0.64 per cent on their property invest- 
ment. For the same period in 1931 their net railway operating income 
amounted to $22,291,060, which was at the annual rate of return of 
1.57 per cent. Gross operating revenues of the Class I railroads in the 
Southern district for the first five months in 1932 amounted to $171,. 
287,434, a decrease of 28.2 per cent under the same period in 193}, 
while operating expenses totaled $142,121,920, a decrease of 26 per cent, 

Class I railroads in the Southern district for the month of May 
had a net railway operating deficit of $264,686 compared with a net 
railway operating income of $4,391,073 in May, 1931. 


e Western District 


Class I railroads in the Western district for the first five months 
in 1932 had a net railway operating income of $9,228,968, which was 
at the annual rate of return of 0.31 per cent on their property in- 
vestment. For the same five months in 1931, the railroads in that 
district had a net railway operating income of $56,574,489, which 
was at the annual rate of return of 1.86 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Western district for the five months period this year amounted to 
$476,274,468, a decrease of 27.8 per cent under the same period in 
1931, while operating expenses totaled $396,978,436, a decrease of 
24.5 per cent compared with the same period in 1931. 

For the month of May alone, Class I railroads in the Western 


district had a net railway operating deficit of $787,962. The net 

railway operating income of the same roads in May, 1931, totaled 
$12,743,777. 

CLASS I RAILROADS—UNITED STATES 
Month of May 

% De- 

1932 1931 cline 

Total operating revenues........... $ 254,741,235 $ 369,035,767 31.0 

Total operating expenses.......... 207,392,948 288,060,286 28.0 

Se eer ere rt ie 25,057,714 27,619,020 9.3 


Net railway operating income..... meee Ww 41,699,649 713 


Operating ratio—per cent......... 78.06 
Rate of return on property invest- 
BE sic c0ksewensantatsnweueawess 0.59% 2.05% 
Five Months Ended May 31 
% De- 
1932 1931 cline 
Total operating revenues .......... $1,355,204,742  $1,817,752,767 25.4 
Total operating expenses.......... 1,081,276,419 1,436,596,929 24.7 
errr 124,941,176 136,284,144 8.3 
Net railway operating income..... 99,495,673 189,886,370 47.6 
Operating ratio—per cent......... 79.79 79.03 site 
Rate of return on property invest- 
NG 604.840 cece ksetaneeseneee ows 1.11% 2.12% ail 


I. C. C. FURLOUGH PLAN 


A plan has been worked out by the supervisory force of the 
Commission under the leadership of Secretary McGinty to give 
effect to the reduced appropriation and economy legislation 
enacted by Congress at this session in which the central con- 
clusion is that no member of the force shall be dismissed solely 
by reason of that legislation. Instead, furloughs will be given 
in accordance with the percentage of reduction in the amount 
of money available under each item of appropriation. 

Members of the staff paid out of the general appropriation 
for the Commission, for example, will be laid off in accordance 
with the percentage of the reduction. Members of the Bureau 
of Accounts will be laid off in accordance with the reduction in 
the appropriation for the support of that phase of the Commis- 
sion’s work. That part of the Commission’s work was hit 
hardest by the reduction, something more than fifty per cent. 
Furloughs in the Bureau of Traffic, for instance, are expected 
to amount to as much as two months and a half. That esti- 
mate is the cumulative result of the general furlough of one 
month, the minimum in government services, and of the cut in 
appropriation. Employes in the Bureau of Accounts probably 
will work not more than half of the fiscal year that began on 
July 1. 

“Examiners will have to take furloughs. Reductions in the 
allowances for expenses, it is probable, will result in a larger 
percentage of cases having to be heard in Washington than 
usual, although, of course, what will have to be done in the 
course of the year, in the nature of things, will have to be de- 
termined as questions arise. The general thought, however, is 
that a necessary result of the reductions, in money allowance 
and the enforced absence, on furloughs, of examiners, will re- 
sult as indicated. 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period June 
1-14, inclusive, was 757,419, as compared with 750,574 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 


Box, 325,124; ventilated box, 2,254; auto and furniture, 56,553; 
total box, 383,931; flat, 24,479; gondola, 168,141; hopper, 132,793; total 
coal, 300,934; coke, 1,441; S. D. stock, 27,338; D. D. stock, 4,011; re- 
frigerator, 13,349; tank, 441; miscellaneous, 1,495. 


Canadian roads reported a surplus of 41,925 cars, made up 
of 36,700 box, 1,625 auto and furniture, 900 flat, 200 gondola, 
900 S. D. stock, 1,000 refrigerator and 600 miscellaneous cars. 
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Decisions of Interstate Commerce Commission 





SCRAP IRON DECISION MODIFIED 


HE Commission, on reconsideration, in No. 23397, Frank 

Brenner et al. vs. Atlantic & Yadkin et al., has modified the 
decision of division 3 made in the former report, 178 I. C. C. 
591. The case was reopened on petition of the complainants. 
The question was as to the reasonableness of the rates on scrap 
iron from points in North Carolina to Ashland, Ky., Portsmouth, 
0., Harrisburg and Steelton, Pa., and East Radford and Lynch- 
burg, Va. 

In this decision on reconsideration the Commission finds 
them to have been applicable but unreasonable for the future 
to all destinations except Harrisburg and Steelton to the extent 
they may exceed 15 per cent of the first class rates prescribed 
under the K-2 scale in the southern class rate revision, mini- 
mum 40,000 pounds, distances to be computed in accordance with 
the rule laid down in that case. The finding in the former re- 
port was that the rates would be unreasonable to the extent 
they exceeded 15 per cent of the first class rates prescribed in 
the southern class rate revision, minimum 50,000 pounds. 

As to the rates to Harrisburg and Steelton, this decision 
finds them unreasonable to the extent they may exceed $4.72 
a net ton from Mount Airy, Fayetteville and Rockingham, N. C., 
and $4.45 from the other points of origin considered in the 
report, minimum 40,000 pounds. The Commission found some 
of the shipments to have been misrouted. New rates are to 
be effective not later than September 22. 

Nine members of the Commission participated in this de- 
cision, Commissioners Aitchison and Brainerd not taking part. 
Six of the nine wrote or joined in separate views. Commissioner 
Farrell, concurring, said he found nothing in the report justify- 
ing a distinction between reasonableness in the past and reason- 
ableness in the future. Commissioner Lee, “concurring spe- 
cially” as he said, expressed the belief that 50,000 pounds would 
have been the appropriate minimum. Commissioners Lewis and 
Tate concurred in that view. 

Commissioner Eastman, dissenting, said that this was a 
difficult case for the reason that the Commission, or some di- 
vision thereof, had prescribed rates on scrap iron in the three 
different territories which were inconsistent. To make the best 
of a bad situation, he said, he would prescribe 15 per cent of the 
K-2 scale on a minimum of 50,000 pounds. Commissioner Mahaffie 
noted a dissent. 


ARIZONA RULE IN BANANA CASES 


The Commission, on further consideration, in No. 14859, 
Southern Produce Co. et al. vs. Denison & Pacific Southern et 
al.; No. 14436, Harkrider-Keither-Cooke Co. et al. vs. A. & S. 
et al.; No. 16498, Same vs. G. H. & S. A. et al.; No. 17230, 
Sames, Moore & Co. et al. vs. D. & P. S. et al., and two sub-num- 
bers, Texas Produce Co. vs. G. H. & S. A. et al., and Schenecker 
Produce Co. et al. vs. B. S. L. & W. et al.; No. 17628, Jackson- 
Ville Produce Co. vs. B. S. L. & W. et al., a sub-number there- 
under, A. G. Winn Produce Co. et al. vs. T. & P. et al., and No. 
19511, Home Star Produce Co. et al. vs. T. & P., involving 
rates and reparation on bananas and coconuts, has modified 
prior findings and orders so as to bring them into conformity 
with its understanding of the court’s decision in Arizona 
Grocery Co. vs. A. T. & S. F., 284 U. S. 370. 

The Dawson Produce Co. case, 101 I. C. C. 196, 113 I. C. C. 
454, furnished the critical dates around which revolved the 
question of the Commission’s power, in the light of the Arizona 
Grocery case, to award reparation in these cases. The com- 
plaint in that case was filed on September 25, 1922. In the 
original report in this case, 165 I. C. C. 423, decided July 8, 
1930, the Commission found, among other things, that the rates 
charged from and after September 25, 1922 (the Dawson case 
filing date), on shipments of bananas and coconuts from New 
Orleans, La., and sub-ports taking the same rates, to Dallas, 
Sherman, Fort Worth, Wichita Falls, Abilene, Stamford and 
Quanah, Tex., were unreasonable to the extent they exceeded 
column 45 rates of the southwestern revision and awarded rep- 
aration to that basis. 

That placed the rates on a basis differing from the one 
Prescribed in the Dawson case. It had the effect of condemn- 
Ing as unreasonable a rate prescribed in the Dawson case. 

In this case the Commission held it was without authority 
to award reparation on shipments which were charged rates 
established pursuant to the order in the Dawson case. 


Another question in the case was whether the Commission 
should have awarded reparation to a basis lower than 97.5 
cents on shipments which moved prior to September 10, 1926, 
the date on which that rate became effective in accordance 
with the order in the Dawson case. 

On that point the Commission said it was of the opinion 
that reparation should be awarded to the basis of a rate of 97.5 
cents (but not to a lower basis) on shipments that moved be- 
tween September 25, 1922, and September 9, 1926, both dates 
inclusive. It said that that was in accordance with its find- 
ings, on reconsideration, in the Dawson case. To bring the 
decisions in the cases under review in this proceeding into line 
with its interpretation of the decision in the Arizona Grocery 
case, the Commission made the following final finding: 


The findings of the original report herein are modified and repara- 
tion is denied on all shipments which moved between September 10, 
1926, and February 1, 1931, both dates inclusive, and which were 
charged the rate of 97.5 cents prescribed in the Dawson Produce case. 
The findings are further modified to the extent of awarding repara- 
tion to the basis of a rate of 97.5 cents (but not to a lower basis) 
on shipments that moved between September 25, 1922, and September 
9, 1926, both dates inclusive. Finding not otherwise modified. The 
supplemental reparation order entered in No. 14436 on October 12, 1931, 
will be vacated. Complainants and interveners should submit Rule V 
statements. 


Commissioner Eastman, dissenting, said he could not agree 
with the majority’s interpretation and application of the deci- 
sion of the court in the Arizona Grocery Case. He pointed out 
that Congress had provided very definitely and clearly in section 
16-a to the effect that after the Commission had rendered a 
decision, it should have authority to grant a rehearing. That, 
he said, was for the protection of both the carriers and the 
public. 

The purpose of that part of the statute, he said, “‘is to provide 
an opportunity for the correction of error, if any interested party 
is able to show that we have fallen into error.” He treated the 
cases under consideration as being of the character contemplated 
in the rehearing provided in section 16-a. 

The authority to change an original order, decision, or re- 
quirement, after rehearing, he said, was in no way involved in 
the Arizona Grocery case. That case, he pointed out, was not 
reopened. In two later cases, he said, the rates established 
under the Arizona Grocery case, were changed and reparation 
was awarded on account of the condemnation, in the unrelated 
cases, of rates established in the earlier case. Here, he said, 
the case was different, the Dawson case having been reopened 
and the order changed so as to provide a somewhat different 
basis of rates for the future and a different basis for reparation. 
It was this change, he said, which the majority now eliminated 
by supposed compulsion of the Arizona Grocery case. He said 
he could not find anything in the Arizona Grocery case which 
even suggested that the Commission was without authority to 
change the basis of reparation in the period between Septem- 
ber 25, 1922, and September 10, 1926. He said he believed that 
the Commission’s authority under section 16a to correct, after 
rehearing, errors in its decisions, orders and requirements was 
of such paramount importance that the decision in the Arizona 
Grocery case should not be extended beyond the state of facts 
with which it dealt. He said that the Commission had no de- 
cision from the Supreme Court which held that the authority 
granted in section 16a, which, he said, was in terms unquali- 
fied and absolute, was in any respect beyond the power of Con- 
gress to grant. Until the Commission had such a pronounce- 
ment by the Supreme Court, he added, he submitted that it 
was “our duty to uphold, strictly and jealously, the important 
authority which Congress has conferred upon us.” 

Commissioner Lewis dissented for the reasons stated by 
him in his dissent in the Dawson case. Commissioner Mahaffie, 
dissenting, said he could not concur in the finding that a rate 
of 97.5 cents was a maximum reasonable rate for the services 
rendered. 


COMMISSION REPORTS 


Lumber Reparation 


No. 24665, Johnson-Battle Lumber Co. vs. S. A. L. et al. 
By division 4. Failure of defendants to comply with rule 56 
of Tariff Circular 20 as to the aggregate of intermediate rates, 
lumber, Vereen, Fla., to Bessemer, Ala., unreasonable. Rep- 
aration of $39.28 awarded. Commissioner Mahaffie, concurring, 
said that inasmuch as the failure to observe rule 56 was prior 
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to the receivership the remedy was against the corporation and 
not the receivers. 
Apples 


No. 24658, Traffic Bureau, Lynchburg Chamber of Commerce 
vs. N. & W. et al. By division 5. Dismissed. Apples, in bar- 
rels, Keyser, W. Va., to Durham, N. C., not misrouted. Rate 
charged not shown to have been unreasonable. 


Limestone 


No. 22402, Rockwood Alabama Stone Co. vs. Northern Ala- 
bama et al. By division 5. Dismissed. Rates, rough and 
dressed limestone, Rockwood and Russellville, Ala., to destina- 
tions in official territory, Iowa, Kentucky, Minnesota, Missouri, 
the Carolinas, Virginia, West Virginia and Wisconsin not un- 
reasonable. 

Limestone 

Fourth Section Application No. 14620, agricultural limestone 
from Waukesha, Wis. By division 2. Carriers authorized to 
establish and maintain rates, over indirect routes, agricultural 
limestone, ground or pulverized, Waukesha, Wis., to competi- 
tive destinations, lower peninsula of Michigan and Michigan 
City, Ind., equal to lowest rates applicable over any line or 
route, from and to the same points, constructed on the basis 
of distance scales prescribed or approved in Smelter vs. Ann 
Arbor, 178 I. C. C. 324, and to maintain higher rates from and 
to intermediate points, provided they observe the lowest com- 
bination and 50 and 70 per cent circuity limitation and rules. 
Authority granted in fourth section order No. 10964. 


Livestock 


No. 22416, Virginia Livestock Growers & Shippers et al. vs. 
N. & W. et al., and No. 23524, West Virginia Livestock Growers 
& Shippers et al. vs. C. & O. et al. By division 5. Order in 
prior report of this case (not yet numbered in the permanent 
file) modified so as to permit grouping of points of origin in 
Virginia and West Virginia, about 1,200 in number, for the ap- 
plication therefrom, rates, livestock, prescribed in the prior 
report. Destinations are Jersey City, N. J., Lancaster and Phil- 
adelphia, Pa., Baltimore, Md., and Benning and Washington, D. 
C. Average distances from the proposed groups are to be ap- 
plied, instead of point to point rates based on computation of 
distance from each of the 1,200 points of origin to each desti- 
nation. Complainants, the report said, offered no objection to 
the application of the carriers for permission to establish groups 
and apply rates based on average distances. Rates to be effec- 
tive on August 1. 


MILWAUKEE ABANDONMENT 


The Commission, by division 4, in Finance No. 9089, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. abandonment, 
has authorized applicant to abandon the branch of its line ex- 
tending from Hopkins to Deephaven, Minn., a distance of 7.29 
miles. The branch was built to serve the summer resorts at 
Deephaven on Lake Minnetonka. Traffic, in recent years, 
dwindled to such an extent that the trolley company which 
operated the branch for a number of years terminated the 
lease and the Milwaukee saw no prospect of re-establishing 
business warranting continuation of operation. 


SOUTHERN ABANDONMENT 


The Commission, by division 4, in Finance No. 8960, South- 
ern Railway Co. abandonment, has authorized the applicant to 
abandon its Moscow-Somerville branch extending between two 
communities of that name in Fayette county, Tenn., a distance 
of 13.14 miles. Abandonment was opposed by the communities 
and Tennessee authorities. Among the points made by the 
opponents was that the applicant had made very little effort 
to solicit traffic at Somerville and Williston for movement over 
the branch. 

“We have held in a similar case,’ said the Commission, 
“that ‘shippers who must be coaxed to use any line of railroad 
evidently have no urgent need of that line,’” citing that lan- 
~~ from Abandonment of Mississippi Valley Co., 145 I. C. 





A. V. I. CONSTRUCTION 


The Commission, on reargument in Finance No. 8692, Ar- 
kansas Valley Interurban Railway Co. construction and Finance 
No. 8715, Hutchinson & Northern Railway Co. proposed con- 
struction, has affirmed the conclusions of division 4 in the 
original report, 180 I. C. C. 411. It has vacated the order sus- 
pending the effective date of the certificate. That certificate 
authorized the Arkansas Valley Interurban to extend its line 
in Hutchinson, Kan., on condition that it begin work on or 
before June 1, 1932, and complete the extension on or before 
January 1, 1933. In the same report it denied the application 
of the Hutchinson & Northern to extend its line in Hutchinson. 
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In this report the Commission said that the construction of 
both projects would result in unnecessary investment. In a 
partial concurrence Commissioner Brainerd called attention 
to the fact that the Hutchinson & Northern had spent $30,000 
on its extension while it was under the impression that it 
needed no certificate and that by the expenditure of about 
$24,000 more the extension could be completed. He said he 
was of the opinion that public convenience would be best served 
by the proposed extension of both lines. Commissioners Porter 
and Lee joined in that expression. 


M. & R. ABANDONMENT 


The Minneapolis & Rainey River Railway Co., in Finance 
No. 8770, Minneapolis & Rainey River Railway Co. abandon. 
ment, has been authorized by the Commission, division 4, to 
abandon its entire line of railroad from Deer River to Craig, 
about 43 miles, with a branch extending from Alder northwest. 
erly to Wirt, about 20 miles, all in Itasca and Koochiching 
counties, Minn. The application was opposed by the Deer River 
Commercial Club, the Grand Rapids Commercial Club, and the 
Big Fork Commercial Club. The effect of highways and motor 
truck operations on the railroad was discussed in the report. 

The Commission said the applicant was controlled, through 
ownership of a majority of its capital stock, by the Joyce in- 
terests, which controlled the Itasca Lumber Co. It said it was 
represented that the lumber company discontinued its opera- 
tions in the section served by applicant because the available 
timber had been exhausted to such an extent that its operations 
were no longer profitable, but that the railroad was continued 
in operation in the hope that sufficient traffic to support it would 
be developed. The traffic was fairly well maintained until 1927, 
and in 1928 and 1929 the decrease in business was not large, 
but in 1930 and 1931 the decline in traffic was rapid, according 
to the report, which continues, in part, as follows: 


This falling off in traffic, while doubtless due in some measure 
to the prevailing industrial depression, clearly seems in much larger 
measure to be due to the increase in truck transportation. In the 
last two or three years the number of trucks operating in this region 
has greatly increased and their charges for transportation are so 
low that the railroad is unable to successfully compete with them, 
although it has reduced its rates in the effort to do so. The appli- 
cant represents that since the summer of 1930 the trucks have taken 
so much of its traffic as to render impossible the further operation 
of the railroad without heavy losses. 

There are 27 truck owners along the main line of the railroad 
north of Alder and they haul pulpwood to Deer River, 40 miles and 
upwards, and to the paper mill at Grand Rapids, their charge to 
Grand Rapids being $5.50 a double cord. Some of these trucks operate 
with trailers and haul 15 to 18 tons to a load, or about one-third of 
a carload. It is testified that pulpwood which would have made 
2,500 or 3,000 carloads has been trucked from the territory tributary 
to the applicant’s line since August, 1930, while the railroad hauled 
only 604 cars of pulpwood in 1930 and 1931. Much material is also 
hauled by truck to the box factory at Deer River. The transporta- 
tion by truck is quicker and it is apparently more economical to 
load the truck in the woods and move it directly to the market than 
to haul the logs to the railroad, load them on the cars, and pay 
the freight, with some truck hire at the other end. Seventy-five 
per cent of the flour and of the feed for the farmers who have 
cattle, sheep and hogs is also hauled into this territory by trucks 
from Grand Rapids and Deer River. It also appears that the live- 
stock grown is largely moved to market by trucks. The potatoes 
grown along the line are hauled to Deer River and Grand Rapids 
largely by truck. Several of the truck owners testified that truck- 
ing is not profitable at the low freight rates paid and that they were 
going out of the business as soon as they could get out, but it does 
not appear that the rates have been changed. * * * 

The record shows that the applicant is operating at a loss and 
indicates little prospect of an improvement in traffic. While the 
territory served is making some progress in agricultural develop- 
ment the railroad gets little benefit therefrom, as the farmers ap- 
parently prefer to have their hauling done mostly by truck. The 
lumber operators also seem to prefer to handle their products large- 
ly by truck, and, as above shown, supplies of all kinds are brought 
into the tributary territory by the same means of transportation. 
While the applicant has been operating at a serious loss for only 4 
comparatively short period, the indications are that such loss, which, 
as above noted, seems to be occasioned mainly by the greater use 
of motor trucks, will increase with the gradual improvement of the 
highways. Some patrons of the railroad will doubtless suffer 4 
degree of inconvenience through the proposed abandonment, but, as 
they so largely seem to prefer truck transportation and do not give 
the applicant enough of their business to support it, they can not 
properly complain of its abandonment. 


The Commission pointed out that the highways in the ter- 
ritory tributary to the railroad included a road running from 
Grand Rapids, a small city 15 miles east of Deer River, north- 
erly to Marcell and from that point closely paralleling the rail- 
road to Craig. This highway, it said, cost $276,000 and some 
$10,000 a year was being spent on it currently. 


L. & N. BRANCH ABANDONMENT 


A recommendation that the Commission authorize the Louis- 
ville & Nashville to abandon its line extending from Cliffside 
to Irvine, Ky., about 77 miles, has been made by Examiner O. D. 
Weed in a proposed report in Finance No. 9057, Louisville & 
Nashville Railroad Co. abandonment. The application was pro 
tested. Various factors have contributed to the condition of 
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the property, including the loss of traffic from and to distil- 
jeries that were put out of business by the Eighteenth amend- 
ment, according to the report. There are improved highways in 
the territory served by the line and the larger towns are served 
by other lines of railroad, according to the report. The ex- 
aminer said the smaller communities that would be most in- 
convenienced by abandonment furnished comparatively little 
traffic to the railroad and, with the existing highways and motor 
euipment available, it was apparent that they would not lack 
efficient transportation facilities. 


HOCH-SMITH COTTON 


The southern lines, in No. 17000, part 3, Hoch-Smith cot- 
ton, have asked the Commission for a further postponement of 
its order in that case from August 31, 1932, to August 1, 1933, 
in so far as the order prescribes a relationship in rates on co- 
ton from Mississippi valley points to New Orleans, La., and 
Mobile, Ala. They have not observed that relationship, the 
Commission having relieved them from that obligation to en- 
able them to meet truck competition. 

The immediate cause for the asking for another eleven 
month postponement is that the southern lines have worked 
out a basis of rates under which they believe they will be able 
to maintain competition with the trucks in the hauling of cot- 
ton, which they hope to bring into effect on August 15. This 
new basis will not be in accord with the basis laid down in the 
order of July 15, 1930, hence the necessity for a postponement 
of its effective date, as suggested, to August 1, 1933. 

It is implied in the request for postponement that the car- 
riers, by August 1, 1933, will be able to comply with the order 
of July 15, 1930. However, the general belief is that there is 
no reason for thinking that the competition between the trucks 
and railroads will have settled down to such an extent that 
even by August 1, 1933, the railroads will be able to make their 
rates on cotton on the mileage basis laid down in the Hoch- 
Smith decision of 1930. However, asking for postponement to 
a definite date, instead of asking for vacation of the order, is 
the formal way for dealing with the matter. 


LOANS TO RAILROADS 


In Finance No. 9170, Central of Georgia Railway Co. recon- 
struction loan, the Commission, by division 4, upon further 
consideration of the application of the Central of Georgia for 
loans of $4,910,766 has approved a further loan of $1,043,869. 
This loan approval is an addition to approvals of $1,418,700 and 
$711,750. The loan is to enable the applicant to meet cash re- 
quirements in July and October, chief of which are $200,000 of 
a note held by the Illinois Central; $200,000 to be applied on a 
note of $700,000 held by the Pullman Car Manufacturing Co.; 
$166,385, rent of leased lines; $250,000 for unpaid vouchers; 
and $107,229 part of payment of $256,000 principal of trust obli- 
gations. The securities to be pledged as collateral for the loan 
are $10,790,000 of the applicant’s general refunding and general 
mortgage 5 per cent bonds; 2,334 shares of the common stock 
of the Fruit Growers’ Express Co.; 14 notes made by the Ala- 
bama Fuel & Iron Co. to the Empire Land Co., of a principal 
amount of $855,337.50, maturing serially on October 1 of each 
year in the period October 1, 1932, to October 1, 1945, duly 
endorsed and signed by the Empire Land Co. to the applicant; 
and, 1,000 shares of the common stock of the Empire Land Co. 

The Commission, by division 4, in Finance No. 9463, Ala- 
bama & Western Florida Railroad Co. reconstruction loan, has 
denied approval of an application for a loan of $212,025, on the 
ground that the prospective earning power of the applicant and 
the security offered as a pledge for the proposed loan are not 
such as to afford reasonable assurance of its ability to repay 
the loan. 

The Commission, by division 4, in Finance No. 9352, Eu- 
reka-Nevada Railway Co. reconstruction loan, has approved a 
loan of $6,000, the money to be used in the rehabilitation of the 
applicant’s narrow guage steam railroad and equipment. The loan 
is to be secured by $6,000 of first mortgage bonds which are to 
be issued. The applicant asked for $10,000. The road has no 
funded debt but its property is to be mortgaged so as to pro- 
vide security for this loan, the road having the Commission’s 
valuation, as of June 30, 1917, of $564,000, and, plus additions 
and betterments up to December 31, 1930, of $616,929. 

The Commission, by division 4, in Finance No. 9450, Illinois 
Central Railroad Co. reconstruction loan, has approved a loan 
of $11,000,000 to the applicant. The proceeds of the loan, ac- 
cording to the application, one to be applied to the paying in 
full of maturities of principal on equipment trust obligations, 
totaling $3,534,000, and $7,466,000 of interest requirements. 

The report said that the applicant should pledge as security 
for the loan, $14,949,000 of Yazoo & Mississippi Valley registered 
5 per cent gold improvement bonds; $600,000 of Southern Illi- 
nois & Missouri Bridge Co. first-mortgage 4 per cent bonds; 
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$4,093,000 of Dubuque & Sioux City Railroad Co. 4 per cent de- 
benture bonds; $4,575,000 of Illinois Central Railroad Co. West- 
ern lines first-mortgage 4 per cent bonds; $156,000 of Illinois 
Central Railroad Co. Louisville division first-mortgage 3% per 
cent bonds; $71,000 of Illinois Central 4 per cent collateral 
trust bonds; $19,998,500 par value of 199,985 shares of the com- 
mon stock of the Central of Georgia; $3,796,000 par value of 
37,960 shares of the common stock of the Chicago Produce Ter- 
minal Co.; $1,000,000 par value of 10,000 shares of common 
stock of the Dunleith & Dubuque Bridge Co.; and $166,667 of 
Chicago & Illinois Western Railroad 5 per cent equipment 
trust certificates. 

The Silverton Northern Railroad Co. has applied for a loan 
of $12,945, to pay part of a bank loan, taxes, wages and salaries, 
and for maintenance of ways and structures and of equipment. 

The Commission, by division 4, in Finance No. 9424, Ar- 
kansas Railroad Co. reconstruction loan, has denied approval 
of a loan of $22,400 to the applicant, the money to be used for 
general purposes, including $3,000 for working capital. The 
denial was based on the conclusion that the security offered 
and the prospective earning power did not warrant a loan. 

In Finance No. 9418, Pere Marquette Railway Co. recon- 
struction loan, the Commission, by division 4, has approved a 
loan of $3,000,000 to the Pere Marquette by the Reconstruction 
Finance Corporation for three years, to be used for payment of 
a like amount of Lake Erie & Detroit division 4% per cent 
collateral trust bonds, maturing August 1, of the applicant’s 
predecessor, the Pere Marquette Railroad Co. The Commission 
said applicant should pledge as collateral security for the loan, 
$9,000,000 of its first mortgage, series C, 4% per cent gold 
bonds of 1980. 


R. C. C. REPORT 


Loans either actually made or authorized by The Railroad 
Credit Corporation to railroads to meet their fixed interest ob- 
ligations totaled $29,589,563 on July 1, 1932, according to the 
monthly report of that corporation filed with the Commission. 

Of that amount, $15,938,690 represents loans actually made, 
leaving a balance of $13,650,873 to which the corporation is 
committed. 

Collection of rate increases under Ex Parte 103, according 
to the report, totaled $20,783,249 in the first four months this 
year, the increase having become effective on January 4. The 
amount derived from the increase amounted to $5,516,655 in 
April. 

The railroads, by the terms of the plan under which the 
fund is administered, have forty days after the end of each 
month in which to file with the corporation the amount re- 
ceived from rate increases during that month and they are al- 
lowed ten days in which to turn the funds so derived over to 
the corporation. 

In a letter transmitting a copy of the monthly report to 
the chief executives of the various railroads, E. G. Buckland, 
president of The Railroad Credit Corporation, said: 


The increased rates, constituting the fund to be administered 
under the marshalling and distributing plant, 1931, became effective 
about six months ago. A brief review may not be out of place. 

In Ex Parte 103, the first decision of the Interstate Commerce 
Commission denied the 15 per cent increase for which the carriers 
made application, or any increase, except to the extent that a fund 
should be created to give to needy carriers such help as they might 
require to meet their fixed interest obligations. The principal objec- 
tion on the part of the carriers to the creation of such a fund was 
that one carrier might not lawfully give to another carrier the revenue 
so obtained. 

Representations were made to the Commission that, if granted an 
increase in rates for that purpose, the railroads could and would 
arrange for the proceeds from such increase to be loaned to needy 
carriers to meet their fixed interest obligations and to avoid default, 
upon the terms and conditions outlined in the marshalling and dis- 
tributing plan, 1931. 

The revenues from the increase were thus impressed with a 
trust, the administration of which was imposed upon the Railroad 
Credit Corporation. Each carrier is entitled to its equitable share 
of the fund in any partial distribution and final liquidation, but this 
share may be realized only after the purposes of the plan have been 
fully carried out. 

The quick and substantially unanimous assent to the plan, the 
subsequent adherence to its spirit, and the fulfillment of its purpose 
in spite of decreased revenues and increased requirements, are a 
tribute to the willingness of the railroads to do their part in the 
present emergency. 


FINANCE APPLICATIONS 


Finance No. 9510. Reading Co. asks authority to assume obliga- 
tion on account of rental provided for redemption of $1,800,000 of 
Reading Co. equipment trust, series N, 5 per cent certificates, and 
interest thereon, in connection with acquisition of ten locomotives, 
one rail motor passenger car, 28 steel passenger coaches, and 2 steel 
passenger and baggage cars at a total estimated cost of $2,329,814.03. 
Applicant said it proposed to sell and/or pledge the securities and 
that a supplemental application for authority therefore would be 
made in due time. 

Finance No. 9479. Kansas City, Kaw Valley & Western Kail- 
road Co. amends previous application by asking permission to 
issue $365,500 of 20 year gold bonds. 

Finance No. 9511. Louisville & Nashville Railroad Co. asks 
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authority to procure authentication and delivery of $6,562,000 of molasses and syrup from Louisiana and other points in southwest 
series C, first and refunding mortgage bonds, in reimbursement to interstate points are concerned. 


in part for past expenditures for numerous projects and purposes, No. 23434, W. A. L. Thompson Hardware Co. vs. A. T. & S. F. 
involving additions to capital account. Bonds are to be held in et al. Defendants ask reconsideration by entire Commission. 
applicant’s treasury until further order of the Commission. No. 22812, Topeka Chamber of Commerce et al. vs. A. T. & S. BP 


Finance No. 9512, Maryland & Delaware Sea Coast Railroad et al., and No. 23103, Same vs. Same. Defendants ask reopening ang 
Co. asks authority to issue at par $87,000 of its common capital reconsideration and for modification of report dated April 26, 1932, 


stock, par value $50 a share, in connection with acquisition of No. 24188 (and Sub. 1), Light Grain & Milling Co. vs. C. R. I. @ 
applicant’s property which was formerly the Maryland & Dela- G. et al. Defendants ask to consolidate with and submit upon record 

ware Coast Railway Co., extending from West Denton, Md., to in Western Grain Rate Investigation, Docket No. 17000, part 7. 
Lewes, Del. Ex Parte 99, divisions of joint barge rail, rail-barge, and rail. 
Finance No. 9513, Joint petition of Heaver Telephone Co. and barge-rail rates between Mississippi Valley Barge Line Co. and Illinois 
Ohio Bell Telephone Co. for approval of acquisition of property Freight Association and Western Trunk line committee points. C. W. 
of former in Mahoning county, Ohio, by latter. Galligan and E. B. Boyd, Agent for and on behalf of Illinois Freight 
Finance No. 9517. Minnesota Transfer Railway Co. asks authority Association and Western Trunk Line carriers, respectively, respondents 
to issue $234,000 of 5 per cent first mortgage gold bonds to its stock- to fourth supplemental order of Commission of April 21, 1932, herein, 
holders on account of advances for construction purposes. The stock- ask amendment of order of April 21, 1932, to prescribed factors for 
holders are the C. M. St. P. & P., the C. St. P. M. & O., the G. N., rail carriers in Western trunk line territory for distances of 420 miles 
the N. P., the M. & St. L., the C. G. W., the C. B. & Q., the M. St. and over, not less than were prescribed in sixth supplemental report 
Pr. &@ 8. &. M., and the C. KR. Lb. & P. in Ex Parte 96, 174 I. C. C. 489 between Cairo, Ill., and other ports 
named therein and Western Trunk Line territory, for the same 

si ts lita italia ties distances. 

UNCONTESTED FINANCE CASES No. 23451, Hudson Glass Co. vs. N. Y. N. H. & H. et al. Com- 


a - plainant asks reopening and reconsideration of reparation phase 
Fifth supplemental report and order in F. D. No. 3459, authorizing thereof. 
the acquisition by the St. Louis Southwestern Railway Company of _— 





Texas of control of the Stephenville North & South Texas Railway 
Company, by supplemental lease, approved. COMMISSION ORDERS , 

Report and order in F. D. No. 9416, authorizing the acquisition No. 20133 (and Sub. 1 and 2), Transcontinental Oil Co. vs. A. & St. 
by the Pennsylvania Railroad Company of control, by lease, of the > - = > = No. a ee Seok a = zs. ‘ T. é 
a property of the Belvidere Delaware Railroad Company, , »: hatumeniie aaedilied. t ceapeniied Gor & patted a aa tdi » 1929, 
approved. ‘ . F ones 

: - 7 sail 1. & S. 3718, export and import rates to and from southern ports, 

Report and order in F. D. No. 9466, authorizing the Souther fotion dated June 10, 1932, entitled “objection and motion to strike and 
Pacific Company to assume obligation and liability, as guarantor, reclude immaterial evidence” overruled 
respect of not exceeding $21,948,000 of first and refunding mortgage Finance No. 8982, joint application of Sievern & Knoxville Rail- 
bonds of the Arizona Kastern Railroad Company, said bonds to be aq, Southern Railway-Carolina division, and Southern Railway for 
so ea gma repledged as collateral security for short-term notes, permission to abandon a line of railroad in Lexington and Aiken 
approved. : i z : , ‘ counties, S. C. Petition of protestants for leave to file an additional 

Report and order in F. D. No. 9165, authorizing the Missouri- ¢ ynibit, or in the alternative that the proceeding be reopened and 


Kansas-Texas Railroad Company of Texas to issue $6,432,000 of A * A 

general mortgage 6 per cent gold bonds, series A, in partial reim- ee y ogy Fe He vs. A. C. et al. The Texas 

bursement Fd capital mg ne Fastway ae bonds to Co sermitted ie caabeane : » 4a CG. . 3 

be delivered at par to the issouri-Kansas-Texas road Company * Fin r : - : 

- “ ; ance No, 9402, Application of Louisiana Southern for certificate 

po a of an equal amount of advances made by that company, to construct a connecting track _ the City of New Orleans, La. 
z 7 — ~ y leans Terminal Co, permitted to intervene. 

Report and order in F. D. No. 9459, (1) authorizing the New New Or ae ~ ia a 
York Bay Railroad Company to issue $3,811,250 of capital stock, con- 4, — 17000, part 7, = — gt agra ns western 
sisting of 76,225 shares of the par value of $50 each, and $11,706,000 istrict and for export, and No. 17000, part 7A, grain and grain prod- 
of 5 per cent first-mortgage gold bonds, series A; the stock and ucts, southern territory rates. Petitions of Cincinnati Board of Trade, 
bonds to be delivered at par to the Pennsylvania Railroad Company Inc¢., and Louisville Board of Trade, which pray, with a view to the 
in satisfaction of a like amount of indebtedness to that company ‘Simultaneous disposition of the two proceedings, that promulgation of 
for advances made for additions and betterments and for the acquisi- the finding and order in part 7 be withheld until part 7A shall have 
tion and retirement of old first-mortgage bonds, condition prescribed been heard; or that the two proceedings be consolidated for hearing; 
(provided, however, and the authority herein granted to issue said OF that they be heard separately but concurrently denied. a 
stock is upon the express condition that 10 days prior to issuing any Finance No. 9008, Application Yreka Railroad for permission to 
of said stock, the New York Bay Railroad Company shall file with abandon its railroad, Application dismissed upon request of applicant. 
this Commission a duly attested copy of an amendment to its arti- _ No. 25235, Cooperative Elevator Co. et al. vs. Wabash et al. In- 
cles of consolidation increasing the total authorized capital stock  dianapolis Board of Trade .permitted to — L Si al 
to $10,000,000); and (2) authorizing the Pennsylvania Railroad Com- _ No. ge Brick Co. vs, C. & N, ‘a et al. Sioux City 
pany to assume obligation and liability, as lessee in respect of said Brick & Tile Co. _— Ballou an Co. permitted to (er % i 
stock, and as lessee and guarantor in respect of said bonds, approved. _ No. 25295, Blue Diamond Coal Co. et al. vs. L. & N. et al. Illi- 

Report and order in F. D. No. 9455, (1) authorizing the Delaware nois Coal gg = Bureau_ permitted to intervene. 

Railroad Company to issve $750,000 of 5 per cent first-mortgage gold Ex Parte 104, part 6, warehousing and storage of property by 
bonds, series A, to be delivered at par to the Pennsylvania Railroad carriers at Port of New York, N. Y. Petition of Port of New York 


Company in settlement of a like amount of indebtedness to that com- Authority, praying for a broadening of scope of this proceeding to 
pany for expenditures for additions and betterments; and (2) the include warehousing and storage charges and practices at certain 
Pennsylvania Railroad Company to assume obligation and liability as iar ee ee ate ade’ a oe Pn ee te 
lessee and guarantor in respect of said bonds, approved. said proceeding assigned at New York, N. Y., June 27, 1932. 
Finance No. 7320, Grand Trunk Western unification and securi- 
ties. The fourth ordering paragraph of the Commission’s certificate 


PETITIONS FOR REHEARING, ETC. and order issued November 8, 1929, is modified so as to permit the 
No. 23130, intrastate rates on bituminous coal between points in Grand Trunk Western Railroad Co. to pledge and repledge to and 
Illinois. Respondent, Peoria Terminal Co. asks reopening, reconsid- including June 30, 1934, as collateral security for any note or notes 


eration with respect to rates of respondent from mines served by Which it may issue within the limitations of section 20a (9) of the 

it in the Peoria-Pekin switching district to deliveries within that interstate commerce act, all or any part of its holdings of the 

district, and for an order excepting the said rates from the supple- Capital stock of the Belt Railway Co. of Chicago, Chicago & Western 

mental order of March 14, 1932, in this proceeding. Indiana_ Railroad Company, Chicago, New York & Boston Refrig- 
No. 24426, Edgar Plastic Kaolin Co. vs. A. C. L. et al., and cases erator Co., Detroit & Toledo Shore Line Railroad Co., Detroit Ter- 

grouped therewith. Defendants ask reopening for further hearing M™inal Railroad Co., and Toledo Terminal Railroad Co. 

with respect to the issues of reasonableness. iin Sa ie 


Ex Parte 103, fifteen per cent case, 1931, in the matter of increases 
in freight charges and rates. American Excelsior Corporation asks MINNESOTA CLASS RATES 
for an order denying any increase in rates upon flax straw. The Commission, on petition of the Superior, Wis., Asso- 


No. 24099, Missouri Gravel Co. vs. C. B. & Q. et al. Defendants 


ask rehearing, reconsideration and reargument and for postponement ciation of Commerce and of the Traffic Bureau of the Water- 


of effective date of order of June 7, 1932. town, S. D., Chamber of Commission, has reopened No. 17000, 

No. 23251, Sub. 2, M. D. Friedman Co. vs. C. & O. et al. C. & O. part 2, western trunk line class rates, for an investigation of 
ae ones Root Refining Go. vs. L. & N. W. et al. Complainants Class rates within Minnesota established or maintained under 
ask reopening and further hearing. — fa , requirements of the commission of that state. Superior and 


No. 24224, Endicott Coal & Supply Co., Inc., et al. vs. C. of N. J. Watertown are cities so near the borders of Minnesota that 


et al. Complainants ask reopening, oral argument, and reconsidera- P * : A : " 
tion upon record as made. their commercial organizations believe their members are un 


‘ ~" — J. ~ mepehent Oe. ». - & &. + 2. Seatnepetiors duly prejudiced by the class rates applicable on — 
ines defendants herein, by F. A. Leland, asks modification of order traffic in Minnesota. The scope of the proceeding is shown by 
herein,, decided May 7, 1924 (88 I. C. C. 191), as subsequently amended : : : 

or modified, so as to require publication of rates on slack barrel shooks the ordering paragraph of the notice of the reopening, 48 
with metal hoops as prescribed therein, from and to southwestern follows: 

territory only in tariffs applying exclusively on lumber and articles 


grouped therewith. It is ordered, That the above-entitled proceeding be, and 
No. 25252, Noah W. Cooper vs. L. & N. et al. Complainant asks it is hereby, reopened for further hearing for the purpose of 
rehearing, to permit amendment of bill and to allow argument. determining whether the intrastate rates, charges, classifications 


No. 17000, part 11-A, rates on sand, gravel and crushed stone from and exceptions thereto, regulations, or practices, permitted to 
and to points in Kansas and Missouri. K. C. S., St. L.-S. F., and require to be established or maintained by the Railroad and 
Kansas City Terminal, respondents herein, by E. B. Boyd, asks modi- Warehouse Commission of the State of Minnesota on intrastate 
fication of that portion of the Commission’s decision and order herein, traffic moving within the state of Minnesota in so far as they 
requiring maintenance of a rate of 55 cents per ton of 2,000 pounds differ from the rates, charges, classifications and exceptions 
on crushed stone from all points within the states of Missouri and thereto, regulations, or practices, prescribed by this Commission 
Kansas, located within a distance, by air line, of 15 miles from in this proceeding for interstate traffic, cause, or will cause, any 
the passenger station of the Kansas City Terminal at Kansas City, undue or unreasonable advantage, preference, or prejudice as 
Mo., to all industrial and team-track delivery points within the Kan- between persons or localities in intrastate commerce, on the one 
sas City, Mo.-Kan., switching district. hand, and interstate commerce on the other hand, or any undue, 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et unreasonable, or unjust discrimination against interstate or for- 
al., and associated cases, and Fourth Section Orders No. 9500 and eign commerce; and also to determine what rate or charge, if any, 


9600. Southwestern lines, carriers, defendants herein, ask postpone- or what maximum or minimum or maximum and minimum shall 
ment of date now fixed at December 3, 1931, as to Western trunk be prescribed to be charged, or classification, regulation, or prac- 
lines, and October 10, 1932, as to other destinations, in the above- tice shall be observed, to remove such advantage, preference, 


entitled proceedings and fourth section orders, in so far as rates on prejudice, or discrimination, if any, as may be found to exist. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 

(Court of Errors and Appeals of New Jersey.) Provisions 
of Utilities Act governing railroad carriers held not entitled 
to retroactive effect so as to operate upon lawful agreement 
antedating statute (Comp. St. Supp., sec. 167-1 et  seq.). 
(Schmoele vs. Atlantic City R. Co., 160 Atl. Rep. 524.) 

Fact that defendant railroad company continued to issue 
passes under agreement by remote predecessor held not adop- 
tion of pass agreement.—Ibid. 

In suit for specific performance of pass agreement by de- 
fendant’s remote predecessor in title whose property was sold 
at mortgage foreclosure sale, allegations of bill held not to set 
up clear conclusive right to specific performance.—Ibid. 

Term “successors,” with reference to corporations, generally 
means another corporation which, through amalgamation, con- 
solidation, or other legal succession, becomes invested with 
rights and assumes burdens of first corporation.—Ibid. 

Term “successors,” as applied to railroad corporation, ordi- 
narily means corporate successors, and not independent cor- 
poration buying property.—Ibid. 





hi * e.° 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Ship has lien 
on cargo for freight. (Clifford vs. Merritt-Chapman & Scott 
Corporation, 57 Fed. Rep. (2d) 1021.) 

Stipulation that no delivery or tender of cargo was made 
to consignees held not, in view of record, to show conclusively 
that freight had not been earned.—Ibid. 

In absence of contrary contract or custom, ship, before de- 
manding agreed freight, must bring goods to destination, de- 
liver them on wharf, and notify consignees or owners.—Ibid. 

If consignees or owners cannot be notified of delivery on 
wharf, or if freight is unpaid, goods should be stored safely 
until freight is paid and delivery can be accomplished.—Ibid. 

If consignees or owners cannot be notified, or if agreed 
freight is unpaid, ship, upon storage of goods at destination, has 
earned freight and retains lien therefor.—lIbid. 

Ship’s placing goods in storage at destination pending notice 
and delivery to consignee held not “conversion” forfeiting 
freight. 

Placing goods in storage was not conversion of cargo by 
ship, but rather discharge of duty to put it in proper storage 
for its safety.—Ibid. 

Seizure of ship and cargo under in rem libels, after cargo 
was stored at destination pending notice and delivery to con- 
signees, held not to destroy ship’s right to freight where no 
liens on cargo beyond freight and storage existed. 

Ship’s right to freight was not destroyed by seizure, for 
while seizure would prevent delivery in ordinary course, con- 
signees would, by paying freight and storage charges, have ob- 
tained their several cargoes from the court.—Ibid. 

Freight, even pro rata itineris, held not earned for cargo 
not delivered at destination. 

Facts disclosed that cargo was sold without cargo owner’s 
knowledge and consent.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Ship cannot 
recover in general average, in absence of bill of lading provi- 
sion, unless she be without fault, irrespective of Harter Act 
(46 USCA, sec. 182). (Spang Chalfant & Co. vs. Dimon S.S. 
Corporation, 57 Fed. Rep. (2d) 965.) 

_ Evidence in libels for cargo damage and cross-libel by ship 
in general average covering fire loss held insufficient to show 
vessel was at fault in stowing charcoal in hold.—Ibid. 

Evidence held insufficient to establish vessel’s unseaworthi- 
hess in libels for loss of cargo by fire in cross-libel for general 
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average, where ventilation system for unexplained reasons had 
become dead. 

The evidence disclosed that a quantity of charcoal was 
stowed in the hold where the fire started, and that the hold had 
but two ventilators, but that at the time the fire broke out 
there was no ventilation whatever. The vessel in question was 
built during the war, and at that time it was customary to build 
ships with only two ventilators.—Ibid. 

Shippers are not entitled to latest design in ships, but only 
to usual carriage.—lIbid. 

In libel for general average by vessel, shipper must estab- 
lish that vessel was at fault.—lIbid. 





(Circuit Court of Appeals, Third Circuit.) Where evidence 
showed that tobacco could not have been damaged on pier after 
delivery, it was libelant’s duty to elect between suits for general 
average contribution and cargo damage, and it was bound by 
election of former. (The Bellingham, 57 Fed. Rep. (2d) 1015). 

Libelant not notifying carrier of claim for cargo damage, 
nor suing therefor, within times required by bill of lading, after 
vessel’s discharge, could not recover.—Ibid. 

Carrier held bound to exercise only ordinary care while in 
possession of tobacco after its discharge on pier, where bill of 
lading provided for termination of carrier’s responsibility imme- 
diately on delivery of goods from steamer’s tackle.—Ibid. 

Burden was on libelant to prove steamship owner’s want of 
due care in performing duty, if any, as warehouseman after 
discharge of cargo on pier.—Ibid. 

Evidence held to show that shipowner exercised reasonable 
care in discharging cargo on pier, in absence of available ware- 
house.—Ibid. 


ELKINS ACT INDICTMENT 


The Commission has been advised that on June 30, in the 
federal district court of Detroit, Mich., the Reo Motor Car Co. 
entered pleas of guilty to eight counts of a thirty-count indict- 
ment charging violations of the Elkins act, says a statement 
issued by Secretary McGinty of the Commission. District Judge 
Moinet imposed a minimum fine of $1,000 on each count or a 
total of $8,000. 

The indictment, said Secretary McGinty, was returned on 
February 17, 1932, and charged that the Reo Motor Car Co. had 
accepted concessions from the New York Central Railroad Co. 
and Grand Trunk Western Railway Co. through the misuse of 
rule 34 of the Consolidated classification. It was alleged that 
cars of certain lengths were ordered by the motor company 
but that in issuing bills of lading therefor it placed notations 
thereon that shorter cars had been ordered, thereby obtaining 
lower carload minimum weights. 





M. P.-S. P. COTTON BELT SUIT 


Arguments are to be made at Frankfort, Ky., July 11, in 
equity No. 1137, Missouri Pacific and Texas & Pacific vs. United 
States and Interstate Commerce Commission, the latter an in- 
tervening defendant. That is a suit begun in the federal court 
for the eastern district of Kentucky to prevent the acquisition 
of the St. Louis Southwestern by the Southern Pacific. The 
complaining carriers ask the court to enjoin the things per- 
mitted by the Commission’s decisions in the cases in which it 
approved the acquisition and the issuance of stock by the 
Southern Pacific to enable it to carry out the plan. 

In essence the complaining carriers assert that carrying 
out of the plan of the Southern Pacific will have the effect of 
doing irreparable injury to the two Van Sweringen roads, for- 
merly known as Gould lines, by breaking up the through route, 
formed in 1881, consisting of the Southern Pacific west of El 
Paso and the Texas & Pacific and the Missouri Pacific east thereof 
to Memphis, St. Louis and other Mississippi River crossings or 
gateways. The complainants allege that unless the court en- 
joins the plan the Southern Pacific will create a new transcon- 
tinental one-line system and exclude or eliminate to a substan- 
tial extent the Texas & Pacific and the Missouri Pacific from 
that business and enable the Southern Pacific to trade a larger 
volume of business with eastern lines at the crossings than at 
present to the hurt of the complainants who now negotiate 
with the eastern lines on business brought over the old route 
to the crossings. 

The through route the Van Sweringen lines are trying to 
preserve is alleged to have been formed under the act of Con- 
gress of 1866 authorizing railroads to form “continuous lines” 
for the carriers of commerce among the states, that power not 
being possessed by many of the roads under their charters or 
state laws. 

According to its answer to the complaint, the Commission 
considered all the things mentioned in the bill of complaint and 
reached the conclusions upon which it based its authorizations 
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and did not go beyond the scope of the authority conferred 
upon it by law in so doing. t 

The El Paso route resulted from an agreement between 
the Gould and Huntington interests and terminated litigation 
about the rights each had asserted in such a way as to result 
in a war. The Van Sweringen lines believe that if the South- 
ern Pacific is permitted to take over the Cotton Belt the new 
owner will favor the Cotton Belt in the routing of traffic to the 
gateways not specifically required by the shipper to be sent 
over the route established more than fifty years ago. 

Daniel W. Knowlton is to argue the case for the Commis- 
sion and T. D. Greham of the Texas & Pacific for the com- 
plainants. 


R. F. & P. EXCESS INCOME 


With a view to making certain that the law shall be fully 
complied with, the United States, in equity No. 54546, United 
States of America vs. Richmond, Fredericksburg & Potomac 
Railroad Co., has asked the Supreme Court of the District of 
Columbia to give judgment to it against the railroad company 
for $696,705.68, the amount the Commission months ago asked 
it to pay as the amount it owed as recapturable excess income 
for 1922 and 1923. 

The Comptroller General, at the request of the Commis- 
sion, when the railroad failed to pay the amount the Commis- 
sion said was due, held up payments due the railroad on ac- 
count of services it had performed for the government in the 
transportation of the mails. The money due the railroad has 
been impounded by the Comptroller General. In a few months, 
Commission men figure, the amount impounded will be equal 
to the amount demanded as recapturable excess income. 

However, the government, out of an abundance of caution, 
has filed suit for the recovery of the money notwithstanding 
the impounding of money by the Comptroller General. 


Section 16(f) of the interstate commerce law says “a peti- 
tion for the enforcement of an order of the Commission for the 
payment of money shall be filed in the district court or the 
state court within one year from the date of the order, and 
not after.” 


That part of the statute, up to this time, has been read as 
applying to orders for the payment of money on account of 
awards of reparation made by the Commission on account of 
unreasonable rates. Until the Commission began issuing or- 
ders for the payment of recapturable excess income, orders for 
the payment of money because of reparation awards or findings 
that there were overcharges were about, if not all, orders for 
the payment of money issued by the Commission. Section 
16(f) follows the parts of the statute providing methods to be 
used by shippers and carriers recovering money involved in 
proceedings about rates and charges. There were no orders 
for the payment of excess income when the parts of the statute 
relating to orders growing out of rate disputes were first en- 
acted. The government, however, was unwilling to run the 
risk of having some court say that section 16(f) covered orders 
for the payment of excess income as well as orders for the 
payment of reparation because of the general nature of the 
language used in requiring the filing of suits within one year, 
hence this bill in equity. The proceeding was begun in equity 
rather than in law on account of the belief that before the liti- 
gation could be concluded it would be discovered that the pro- 
ceeding was more in the nature of one in equity than in law. 

This suit was brought, for the reason set forth, notwith- 
standing the fact that the railroad company is carrying on liti- 
gation in the courts of the District of Columbia, the purpose of 
which is to put an end to the government’s attempt to collect 
the money by the methods adopted, that is, the withholding of 
sums due the carrier on account of mail service transportation. 
The railroad company lost its suit in the court of first instance 
but an appeal is being perfected. It is based on the funda- 
mental contention that the Commission has not legally ascer- 
tained the amount that may be due because of its failure to 
observe the law of the land in making the valuation of the 
property of the carrier. 


EXCESS INCOME HEARINGS 


Assignment of twelve excess income cases for hearing in 
September and October on one day created the idea that the 
Commission was making a drive to get such cases out of the 
way. That idea was not supported in that part of the Com- 
mission having charge of the matter. It was explained that 
the examiner in charge of excess income cases had merely 
allowed twelve or thirteen cases to accumulate on his desk 
before setting them down for hearing. One case was set for 
hearing in August but the others were assigned for hearing in 
September and October. 

The cases set for hearing in Washington in September and 
October are the following: Tucson, Cornelia & Gila Bend, 
Sept. 7; Virginian, Sept. 7; McCloud River, Sept. 8; Doniphan, 
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Kensett & Searcy, Sept. 7; East Broad Top Railroad & (Coal 
Co., Sept. 8; Birmingham & Northwestern, Oct. 17; Elgin, 
Joliet & Eastern, Sept. 6; Dayton-Goose Creek, Sept. 19; Tooele 
Valley, Sept. 8; Bessemer & Lake Erie and Union Railroad, 
Sept. 6; Jackson & Eastern, Sept. 12; and Bangor & Aroostook, 
Aug. 16. 


SUSPENDED TARIFFS 


In I. and S. No. 3777, the Commission has suspended from 
July 5 until February 5, schedules in supplement No. 33 to 
Boyd’s I. C. C. No. A-2202. The suspended schedules propose 
to increase the rates on cereal beverages, in carloads, from 
Milwaukee, Sheboygan and Manitowoc, Wis., to Kansas City, 
Mo.-Kan., St. Joseph, Mo., Winthrop, Mo., Atchison, Kan., and 
Leavenworth, Kan. The following is illustrative, rates being 
in cents a 100 pounds: 

To Kansas City, Mo.-Kan., from Milwaukee, Wis., present 35, 


proposed 37; Sheboygan, Wis., present 35, proposed 40; Manitowoc, 
Wis., present 35, proposed 41. 


REDUCED LIVESTOCK RATES 


Reduced rates on livestock in quantities less than full car. 
loads have been announced by the Canadian Freight Associa. 
tion. A shipper has been required to ship or pay for 20,000 
pounds, in the case of cattle, and 16,000 pounds, in the case of 
hogs and sheep, in order to ship under the carload rates. The 
new schedules provide for additional rates subject to minimum 
weights of 12,000 pounds and 6,000 pounds, in the case of cat- 
tle, and 11,000 and 6,000 pounds in the case of hogs and sheep. 
The new rates apply to market centers from points in the 
prairie provinces within a radius of 200 miles. Cars can be 
stopped at one intermediate point in transit for completion of 
a load at a charge of $3 per car. The association has under- 
taken to experiment with these rates for a period of one year. 


N. Y. C. & ST. L. VALUATION 


In Valuation No. 902, New York, Chicago and St. Louis 
Railroad Co. et al., embracing also No. 902, New York, Chicago 
and St. Louis Railroad Co. and the Chicago and State Line 
Railroad Co., and No. 359, Lake Erie and Western Railroad Co., 
and the Northern Ohio Railway Co., 38 Val. Rep., 339-501, the 
Commission, by division 1, has found final value for rate-making 
purposes of the property of the New York, Chicago and St. 
Louis Railroad Co., owned and used for common carrier pur- 
poses, to be $47,075,000; of property used but not owned, 4,739,- 
778, and of property owned but not used, $52,860, as of June 
30, 1918. Final value for rate-making purposes of the property 
of the Lake Erie and Western Railroad Co., owned and used 
for common carrier purposes, was found to be $25,807,200; of 
property used but not owned, $4,493,146, and of property owned 
but not used, $36,353, as of June 30, 1918. 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


It is believed that the Commission is approaching the end 
of its consideration of the four-party four-system plan for the 
consolidation of the railroads in the eastern part of the country 
and that its report will be forthcoming some time within the 
month. A number of conferences have been held on a proposed 
report submitted by Chairman Porter, who, with Examiner 
Koch, held the hearings on the plan proposed by the executives 
of the four big systems in the east. It is believed consideration 
has gone so far that commissioners not agreeing with their 
colleagues are writing their separate views. 

Inasmuch as Chairman Porter opposed the five-system plan 
put out by the Commission and inasmuch as but little testimony 
was given at the hearing on the four-system plan in support of 
the fifth system, it is being taken as certain that the Commis- 
sion will put out a four-system plan. The big questions are as 
to what it will propose should be done with the components of 
the fifth system. Wabash-Seaboard, in the Commission’s s80- 
called complete plan, which, according to the definite impres- 
sion, is to be scrapped in the forthcoming plan. 

One idea that has strongly persisted is that the new plan 
will link the Seaboard with the Norfolk & Western. But there 
is uncertainty among those who believe the Seaboard will be 
so allocated, as to what will be done with the Norfolk & 
Western. 

Another idea as to the forthcoming report, which the Com- 
mission, up to this time, has been able to hold without definite 
leaks, is that the New England situation will be laid aside for 
future consideration in connection with the disposition of the 
so-called bridge lines. 

Still another definite impression is that under the new plan 
the Chicago, Indianapolis & Louisville will not be assigned to 
any eastern system but will be retained as a thrust into official 
territory by the southern lines, as a counter-balance to the 
southward thrust of the Norfolk & Western which, for years, 
has had a line into the near south. 
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RAILROAD SALARIES 


Analysis of salaries of traffic and legal officials of Class I 
railroads is set forth in Senate Document No. 129 containing 
the Commission’s compilation of replies to its questionnaire on 
railroad salaries. (See Traffic World, July 2, p. 17.) This shows 
the average annual salaries of various groups of railway officials 
as of March, 1932, and list of each position reported paying 
more than the average. (The median salary is used as the 
average.) The following is from the document: 


Chief traffic officer : 


le rere ee eee 41 
SE ON 6 own on 0660 sw bet 06d seecndscnawas $18,000 
Positions paying more than the average: 
Title Railway Salary 
Vice president, traffic ......... Pennsylvania system .......... $45,000 
Chief trafic OM/fCer ....cccccecs Seaboard Air Line Ry......... 31,500 
Vice president, traffic ......... .Chesapeake & Ohio system...... 27,000 
De icine we ois os. ou ae sce Erie system ..... pies eee eee s . 27,000 
Vice president, system freight 
traffic .........s ssc cece ccens Southern Pacific system ....... 27,000 
Vice president, traffic ....... -.- Union Pacific system........... 27,000 
Ree rere re Baltimore & Ohio system ..... 27,000 
Vice president, traffic department.Chicago, Milwaukee, St. Paul & 
} * eee 27,000 
DE Data c cee a se iwc de amwae Chicago, Burlington & Quincy 
: 7 M64. 4p:0066 000-018 4505 4% 26,000 
Vice president, freight traffic ...New York Central system ..... 25,500 
Vice president, traffic .......... Missouri-Kansas-Texas and Mis- 
souri-Kansas-Texas of Texas . 25,000 
First vice president in charge 
WE ics ecb wen eesaea was St. Louis-San Francisco system.. 24,750 
Vice president, traffic .......... Norfolk & Western Ry......... 24,750 
OR ere ere re arr 22,500 
en eee Louisville & Nashville R. R. ... 22,500 
Vice president, system passenger 

ae .....southern Pacific system ....... 21,600 
Traffic vice-president ........... Lehigh Valley BR. BR. ..ccccecccos 21,600 
Vice president, traffic department.Great Northern Ry. ........... 21,500 
Vice president, traffic .......... Missouri Pacific system ....... 20,833 
Vice president, traffic (Chicago 

& North Western)........... Chicago & North Western Ry., 

Chicago, St. Paul, Minneapolis 
1 TE Ok ck ecevesesace 20,000 
Trafiic : 
Number of positions included .........ccececesccecccces 161 
Average annual salary .....ccccccccccccccccvccccccccces $10,800 
Positions paying more than the average: 
Title Railway Salary 
General traffic manager ........ Missouri, Kansas & Texas Ry, 
and Missouri, Kansas & Texas 
“- eee ere ree $25,000 
Assistant vice president, traffic..Pennsylvania system .......... 24,750 
Assistant vice president, traffic, 

DL << gaunt ea en nese seesaw [i854 Cbinss des werakuaws 22,500 
General traffic manager, freight...... ee ne ee ee 22,500 
General traffic manager ........ Northern Pacific By. .....ccese 21,250 
CHIGE tEBEIC GERCOP oo.ccscccccees i ee errr reer 20,000 
General passenger traffic manager.New York Central system ..... 18,700 
Chief of passenger transportation. Pennsylvania system .......... 18,000 
General traffic manager, passen- 

Ria ecas a wae oe ake 6 odie eee Met cca Wa slee eneeew aun aus 18,000 
Traffic manager, Pittsburgh ........ MD Schks sess dtwesveuseenes 18,000 
Traffic manager, Chicago .......... DN 6decdadsnapewessaeSs -- 18,000 
General passenger traffic manager.Southern Pacific system ....... 18,000 
Freight traffic manager ...........- eS err ee pauwa eu 18,000 
Assistant general traffic mana- 

ger, freight .......sesseseeee Pennsylvania system ......... 18,000 
Assistant vice president, traffic..New York Central system ..... 18,000 
Assistant vice president, traffic, 

Dt CE. cKackiacbascsee wees Pennsylvania system .......... 18,000 
Freight traffic manager ......... Union Pacific system .......... 16,200 
General traffic manager ........ New York, New Haven & Hart- 

ford R. R. and subsidiary com- 
SE Gis sear tberetewsien’s 16,200 
Assistant vice president, freight..New York Central system ...... 15,750 
Passenger traffic manager ...... Atchison, Topeka & Santa Fe Ry. 
. REN Siansséesenaeeneeeas 15,300 
Assistant general traffic mana- id 

ae Pennsylvania system ......... 15,300 
Passenger traffic manager........... RES eee 15,120 
General traffic manager ........ Western Maryland Ry. ........ T5,000 
General freight traffic manager..Baltimore & Ohio system ...... 14,580 
Traffic manager, New York ..... New York Central system ..... 14,400 
Traffic manager, Michigan Cen- 

tral B. BR. Co, occ cesses vcsvccese GO ccccccccvccccccceccccce 14,400 
Traffic manager, Chicago ..........«. Pb éqlwenc kena ce eee wwe ee 14,400 
General freight traffic manager..Southern Pacific system ....... 13,500 
Traffic manager ,Cleveland, Cin- 

cinnati, Chicago & St. Louis...New York Central system ..... 13,500 
Passenger traffic manager ...... Baltimore & Ohio system ..... 13,500 
General freight traffic manager..Delaware, Lackawanna & West- 

ern AEE ee ee 3,500 

Assistant traffic manager, New 
1, EE er rr New York Central system ..... 13,500 
Assistant vice president, traffic.. Missouri Pacific system ....... 13,500 
General traffic manager ....... Norfolk & Western Ry. ........ 13,500 
Passenger traffic manager ...... Union Pacific system ......... 13,500 
Freight traffic manager ........ Pennsylvania system .......... 12,960 

Freight traffic manager, Pitts- 

MME tds hua coat own ehaien ew ss ine eee (16 esaWeteweneece 12,960 
freight traffic manager, Chicago..... Dl s6csckusaes dew neaawones 12,960 
Foreign freight traffic manager...... PA ics cadkocses cease eeneas 12,960 
Passenger traffic manager ...... New York, New Haven & Hart- 

ford R. R. and subsidiary com- 

BOD s2ttpnicracessenes oe 12,600 
Trafic MBDAPEP ......6.000000000 Chesapeake & Ohio system ..... 12,600 
Freight traffic manager ........ Atchison, Topeka & Santa Fe Ry. 

GEE oxeseeneusepuwuseeelce 2,600 
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Passenger traffic manager ..... Reading Co. and Atlantic City 2.940 
Ee seetsaneunsestecdones : 
Traffic manager, Pittsburgh & 

OTS errr rs New York Central system 12,150 
General freight traffic manager..Wabash Ry. system ........+.. 12,000 
Passenger traffic manager, New 

errr. Pennsylvania system ......... 11,880 
Passenger traffic manager, Chi- 

ere reer OE wetdatonweNeseene beedes 11,880 
General agent, Washington ........ Me acne sdboe4Onesnwetsune 11,880 
General agent, Indianapolis.......... OD chitesenwss0suereseaene 11,880 
Freight traffic manager, Balti- 

REE Pa eer Baltimore & Ohio system ...... 11,880 
Freight traffic manager, New 

DE dtsdieka ce sadveasiney ae sees STOOP T OTOL CTE TET LTC Ly. 11,880 
Freight traffic manager, Chicago..... OO. 6cccescaneeveweenseees 11,880 
Freight traffic manager, Cincin- 

MEE 86t4664ec8dedennteoeeies sas _ Peewee Terry Te rrr rr rt tay. 11,880 
Assistant general freight traffic 

Se ee Southern Pacific system ...... 11,880 
General freight traffic ee. - a, Chicago & St. Louis 700 
Assistant traffic manager ...... Atchison, Topeka & Santa Fe Ry. 

CD 5656565409404 6 002050 11,700 

General agent, Baltimore ....... Pennsylvania system .........- 11,700 

Foreign freight traffic manager.. Baltimore & Ohio system ...... 10,980 
Chief legal officer : 

Number of positions included ........ccccccccvcsercceees 61 

AVEPARS GMUGAL GRIATF 20. ccccvcccscccccccccceseocceces $20,400 

Positions paying more than the average: 

Title Railway Salary 
GOMOTA? COUMBEE .o.ccccccvccesee Southern Pacific system ....... $45,000 
Me Se Wiewiue wautienaweeowiees Atchison, Topeka & Santa Fe Ry. 
MEE. kasd deetcndeswhesaa ve 45,000 
Vice president and general coun- 
CEE. sascaeu wae eesen See ek dances Pennsylvania system .......... 40,500 
Re rere rere Union Pacific system........... 37,800 
PP ackechssea ws ween awn Chicago, Rock Island & Pacific 
Ry. and Chicago, Rock Island 
SC Sf Rrra 37,188 
Oe errr re Baltimore & Ohio system....... 36,000 
Vice president and general coun- 
Me bids 050046409 beuus ee ee Chesapeake & Ohio system...... 36,000 
De dinkseevekatinsaskaeeun Delaware, Lackawanna & West- 
= ae 36,000 
Vice president law and public 

PEE sds acccedaaseeneseae New York Central system...... 32,300 
Vice president and general coun- 

GE ener s)8s ee tee eeeweesees Chicago, Burlington & Quincy 

RPUUOEE 6 6:6 44.0:084490266000008 30,000 
General counsel for receivers, 

TG. o-6nasseokuneeean Seaboard Air Line Ry.......... 30,000 
General counsel for receivers, 

i ke. 8 rrr Diesen oa keene me 30,000 
eae re Northern Pacific By......csceces 29,750 

i waned pus w eb uw a 6a nou km Norfolk & Western Ry......... 29,250 

i cicetb~ssnesesaarewsewue Wabash Ry. system............ 27,000 

Ee eenres Southern Ry. system........... 27,000 
General counsel (general solici- 

DD Misr seaeinessatokieeanee ES: CE, in sisewccecsvevede 27,000 
Vice president and general coun- 

"___ PEN ER  a Saar repre: Illinois Central system......... 27,000 
ee eee Wheeling & Lake Erie Ry....... 25,000 
Vice president and general coun- 

Oe er ea rere er Chicago & North Western Ry. 

Chicago, St. Paul, Minneapolis 

eC TS eee 24,400 
Co ee errr rT ee Missouri, Kansas & Texas and 

Missouri, Kansas & Texas of 

TOES 5002466602 (stdewerenes 23,000 
Vice president and general coun- 

DEE bast dresased se wcacnseuees Louisville & Nashville R. R..... 22,500 
COMGOEE COU 6c cc eccrcccceeus Kansas City Southern and Texas 

and Fort Smith Rys......... 22,500 
Vice president and general coun- 

DE MiG nde he dsb eneeuwewmes Atlantic Coast Line R. R....... 22,500 

oe ae Chicago, Milwaukee, St. Paul & 
fe errerer 22,500 
Sixth vice president (general 

SED. vb isewews ced oconnees St. Louis-San Francisco system.. 22,500 
Law vice president..........0+. Lenten Varey B. Be cc vcecccses 21,600 
Vice president and general coun- 

OU 646 4044650505 640906 46448 Chicago & Eastern Illinois Ry... 21,600 

Ore eT Cree Te eee rTr Tr TS Great Northern Ry............ 21,500 
Vice president and general solici- 

OR ee rrr rrr Missouri Pacific system......... 20,833 
Law: 

Number of positions included.........-eeeeeeeeeeeerees vr 210 
Average annual Salary.........eeeeee ce eececrereeereneees $12,000 
Positions paying more than the average: 
Title Railway Salary 
General counsel, Texas.......... Southern Pacific system........ $41,220 
Zeneral solicitors (firm)... ...St. Louis Southwestern system.. 39,690 
General attorneys (firm).. ..-Missouri Pacific system......... 33,000 
General solicitor ......ccccccves Southern Pacific system........ 32,400 
DD ss wabewenress0ease sees Atchison, Topeka & Santa Fe 
Be. MGC ov vce dsiesssvsces 31,500 
New York counsel (firm of 3 
COON 6.0 0-00.04 060s 6005.04 68 Chicago, Milwaukee, St. Paul & 
lS 31,500 
General solicitor ....ccccscccses New York Central system....... 29,750 
Local counsel, Buffalo............+.- PTT rer cc cr rrr cr. 27,000 
Gemeral SORNGIGOT 2c ccccccececs Pennsylvania system .......... 27,000 
Consulting counsel ............. Wabash system .........2.e00% 25,000 
EE ke adeewesscnseeavenene Delaware & Hudson R, R. Cor- 
ee, OTe Peer re. 25,000 
General Qttormey ...csccevecese Pittsburgh & West Virginia Ry.. 24,000 
D cc chpereecseweéessee eu" Pennsylvania system ..........- ,50 
Valuation coumsel .........eeee- Southern Pacific system......... 22,500 
Local counsel, Albany..........- New York Central system....... 22,500 
General solicitor ........+-++++. Baltimore & Ohio system..... .- 22,500 
Commerce and valuation counsel.Southern Pacific system........ 22,500 
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ee a re ar Southern Railway system....... 22,500 
Assistant general counsel........ Chesapeake & Ohio system...... 22,500 
eee ae St. Louis-San Francisco system.. 21,600 
General counsel, New York...... New York Central system....... ,250 
Division counsel, Cleveland...... saltimore & Ohio system....... 20,250 
General solicitor .............-.Missouri, Kansas, Texas and Mis- 
souri, Kansas, Texas of Texas. 20,000 
SCtRT GUCOEDOYE. 6.5.5 6:0:6:04 5.0.00 Illinois Central system......... 20,000 
Solicitors, Wisconsin (firm of 4 
eee eer Chicago, Milwaukee, St. Paul & 
PERE Be. Miitisan<acrsevesews ,800 
OS EP ee ee ee Chesapeake & Ohio system ..... 19,440 
General counsel, Chicago........New York Central system ..... 18,700 
General claims attorney............. area neanne ire ars S0 witb eee 18,375 
Assistant general counsel........ Pennsylvania system .......... 18,000 
Nei was ad ww cde 0066 ke 4M Southern Pacific system ....... 18,000 
General counsel, Louisiana.......... Ne ear re 18,000 
Valuation and commerce counsel. Union Pacific system .......... 18,000 
COMOERL BOMICIOOT ooo cccccccscsaeeas See aa e rere 18,000 
ee ee eee Yew York Central system ...... 18,000 
General solicitor Baltimore & Ohio system ...... 18,000 
DG inca nase eerdceok.e nein eee Oe cdaiat ccied oak wares eee 18,000 
ee er er ER er er re 18,000 
Division counsel, Pittsburgh......... a ee re ree 18,000 
General attorney Chesapeake & Ohio system ..... 18,000 
General solicitor Chicago, Rock Island & Pacific 
+ and Chicago, Rock Island 
SO 2 eer 18,000 
General solicitor, northern lines. . Illinois Central system ........ 18,000 
General solicitor, southern lines. PEN Swinatkk Wie bewie’ As ems os 18,000 
Assistant general COURIEL. 6.004608 Chicago, Burlington & peed 
a eer : - 17,625 
General solicitor, Chicago & 
OCU WUMOOER 6k cd ce resesus Chicago & North Western Ry. 
and Chicago, St. Paul, Minne- 
apolis & Omaha Ry. ......... 17,600 
Assistant general counsel, New 

POG bc0cctdtsbsuseteneae sun New York Central system ..... 17,000 

Gemeral SGRicitOr «0.6 ccceececces ewes & PROCS RI... <0cc0cccee 17,000 
RR ahh aide aS air cee enh re RE Norfolk & Western Ry.......... 16,650 
Solicitors, Toronto, Canada...... New York Central system....... 16,200 
GCOmeOE GUIREEET 6.65 ccccccvewes Baltimore . Ohio system....... 16,200 
GEMEPEl GEICIIGE 2c cececcveeses Central R. Co. of New Jersey. 16,200 
BOD ck waa aeelescme mae ds are ae Louisville Pa Nashville eae 16,200 
Assistant general counsel........ Chicago, Rock Island & Pacific 
Ry. and Chicago, Rock Island 
CU US eee 16,200 
General solicitor ......cccccccse Southern Ry. system........... 16,200 
DO cvcccccccsesccecsecsece Chicago, Burlington & Quincy 
ee EPR OL ee. 15,800 
yeneral attorney, New York..... New York Central system....... 15,750 
GONGTRE BESOTMCY «22 ccc cscwsces New York, New Haven & Hart- 
ford R. R. and subsidiary com- 
DON: sicsievn ewe caiceee one ee 15,750 
Gemeral eoliclter ...cccccsesces Chicago, Milwaukee, St. Paul & 
tS errr ee 15,750 
Assistant general counsel, New 

eee ere rere Pennsylvania system .......... 15,660 
Local counsel, Rochester.........New York Central system....... 15,300 
State counsel, West Virginia..... Chesapeake & Ohio system...... 15,300 
MUG MIONOOE so k.6 05 0:6 t0n.2 0606 we Atchison, Topeka & Santa Fe Ry. 

PRONE is ciscdceereavncevees 15,000 
Gemernl BELOEMEY 6c ios 640s vcicwwesives UD sei Grad bun Giro eek uae Wee eRe 14,850 
Assistant general counsel........ Pennsylvania system .......... 14,400 
CICMOPEL GULOTMEY 2c ccccccvcvtas Reading Co. and Atlantic City 

are ee 14,400 
General SOMCIWOF <2 c .cvscccvess Chesapeake & Ohio system...... 14,040 
Assistant general counsel (gen- 

Re rrr re NP eee ee eee T4,000 
General counsel, Cleveland, Cin- 

cinnati, Chicago & St. Louis...New York Central system....... 14,000 
Assistant general solicitor....... Norfolk & Western Ry.......... 13,500 
Assistant general counsel, Chi- 

ee PO rr re Pennsylvania system .......... 13,500 
General solicitor, Wilmington, 

a ee rire Atlantic Coast Line R. R....... 13,500 
Local counsel, Syracuse.........) New York Central system....... 13,500 
General attorney, Cleveland......... BD cpt dew ehdew ene sicee eames 13,500 
Assistant general solicitor........... | eee eT eee ree 13,500 
RPOUOTSS COURMOL ccc ciccscevesions New York Central system 

(Michigan Central R. R.)....$13,500 
GOMOPE! DOTICNOE 6 cic ccccsuinwss Kansas City Southern and Tex- 
arkana & Fort Smith Rys.... 13,500 
Attorney, Missoula (firm of 2 
DE © GG. bwéw sc sedaaees cad Chicago, Milwaukee, St. Paul & 
, , errr rere 13,500 
MOVIGOTY COURGEE oo. 6cciiccccsoes Chesapeake & Ohio system.... 13,500 
Division counsel, Philadelphia...Baltimore & Ohio system...... 13,500 
Division counsel, Youngstown........ JC eee 13,500 
Division counsel, Rochester.......... PR. itinciccencubensiicandeawaae 13,500 
GOMOPERT GEUOEMEY occ cer cccses Atchison, Topeka & Santa Fe 
~~ Seer 13,500 
BU iia hinvencred cikile ch Re &kie'ld Sree AE Rte ORet an tine Gneeeneeie’ 13,500 
oe re eA re 13,500 
General attorney, Chicago....... New York Central system...... 13,500 
Te ea Union Pacific system........... 13,500 
UE eee Grae lb te. ard. dse @aeub mia ave mae PO PE Pe ney era 13,500 
I i le ah i etn lait: cd ribs 8 sei a Dc miGerhau ree 6ensce Ckaiie 13,500 
Assistant general counsel........ Cent MOTehern TF. vs cccccccace 13,250 
TN TOOL «6.55. 655:0:0:0:0:0:0:0:0 810-000 DW sicsieccn deeds wecense aoe 13, 250 
General attorney and tax com- 
ere re Chicago, Burlington & Quincy 
DM iiichindicewiedeceweseenae-s 13,230 
aie ee eae eee Southern Railway system...... 13,230 
EEE er ee ee eee Northern Pacific Ry............. 12,900 
Utah atéceueye (retained firm)..Denver & Rio Grande Western 
Se Es eer eee 12,780 
General attorney for Texas and 
I 5s oha bin 06s eb ea See oe Temen PRG RG. «6c siccscce 12,750 
BUREN QUNSEMIOE obs dc ccceances Minneapolis, St. Paul & Sault 
Pe SO GD cca Sgbsteesses 12,600 
General solicitor, Chicago, St. 
Paul, Minneapolis & Omaha...Chicago & North Western Ry. 


and Chicago, St. Paul, Minne- 
apolis & Omaha Ry......... 12,600 
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Counsel, Boston & Albany R. R..New York Central system...... 12,600 
CO ae Chesapeake & Ohio system..... 12,499 
Counsel for receivers in the oe 
eee eee Seaboard Air Line Ry........... 12,299 
Assistant general solicitor, Pitts- ais 
ES Er ere rrr ee: Pennsylvania system .......... 12,150 


REVENUE FREIGHT LOADINGS 


Loading of revenue freight the week ended June 25 totaled 
498,799 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association, 
This was a decrease of 19,610 cars below the preceding week 
this year, a reduction of 260,564 cars below the corresponding 
week in 1931 and 437,891 cars under the same period two years 
ago. 

Miscellaneous freight loading for the week ended on June 
25 totaled 189,683 cars, a decrease of 18,594 cars below the 
preceding week; loading of merchandise less than carload lot 
freight totaled 174,522 cars, a decrease of 1,403 cars; grain and 
grain products loading for the week totaled 27,577 cars, 1,704 
cars above the preceding week; coal loading totaled 68,247 cars, 
a decrease of 356 cars under the preceding week; forest prod. 
ucts loading totaled 16,719 cars, a decrease of 421 cars; ore 
loading amounted to 4,548 cars, an increase of 258 cars above 
the week before; coke loading amounted to 2,916 cars, a de. 
crease of 25 cars below the preceding week; and live stock 
loading amounted to 14,587 cars, a decrease of 773 cars under 
the preceding week. 


Revenue freight loading by districts the week ended June 


25 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 4,491 and 5,357; live 
stock, 1,435 and 1,745; coal, 14,727 and 29,935; coke, 844 and 1,041; 
forest products, 1,229 and 9'285: ore, 438 and 2,046; ‘merchandise, . 


Cc. L., 46,412 and 59, 105; miscellaneous, 43,387 and 67, 480; 2 
112,963; 1931, 168, 994; 1930, 209,663. — 19%, 
Allegheny district: Grain and grain products, 2,334 and 2,727; 


live stock, 1,219 and 1,480; coal, 


17,553 and 30,292; cok f 
forest products, 765 and 1,395: 4 r} e, ri Mem 2,980; 


ore, 745 and 5,474; merchandise, L. 


C. L., 35,480 and 45,028; miscellaneous, 36,826 and 58, 932 
95, 1899; 1981, 147,719; 1930, 189,705. seialbeonene iss 
ocahontas ‘district: Grain and grain products, 217 and 200; liv 
stock, 130 and 125; coal, 20,692 and 34,437; coke, 180 and 201; denen 
products, 507 es Rass ore, 38 and 152; merchandise, a ©. 7. 4,988 
and 5 miscellaneous and 6,430; total 1932, = 
48,354; 1930, 52,625. ™ ne 
Southern district: Grain and grain products, 2,136 and 2,996; live 


stock, 782 and 1,063; coal, 9,249 and 13,965; coke, 214 and 337; forest 

products, 5,283 and pe ore, or, and 633; merchandise, im ©, 3a, 
an 5 miscellaneous, 466 and 45,169; total, i 

1931, 108,837; 1930, 126,603. _ — 


Northwestern district: Grain and grain products, 4,861 and 7,246; 
live stock, 3,317 and 6,078; coal, 2,088 and 3,391; coke, 476 and 771; 
‘eo products, a 37136, ,285; _ 1,534 and 19, 154; merchandise, 

: an miscellaneous, 22,690 an 
1932, 60, 303; 1931, 103, 887; 1930, 145,816. d a 

Central Western district: Grain and grain products, 9,081 d 
17,600; live stock, 5,764 and 6,617; coal, 2,634 m4, 416; cuhe. 98 oad 
99; forest products, >= sob. 5, 879; Fins 1, 600 and 2) 354; merchandise, 

" an 92 miscellaneous, 32,9 51 
1932, 79, 715; 1931, 117,394; 1930, 137,934. 03 and 5 — 

Southwestern district: Grain and grain products, 4,457 and 5,743; 
live stock, 1,940 se 1,668; coal, 1,304 and 2,619; coke, 131 and 69; 
forest products, 1,826 and 3,314; ore, 109 and 339; merchandise, ws 


Cc. L., 13,015 and 14, 481; miscellaneous, 22,419 2 
45,201; 1931, 64,178; 1930, 74,344. is: 85,945; total, i932, 
Total, all roads: Grain and grain products, 27,577 and 41,869; live 


stock, 14, 587 and 18,776; coal, 68,247 and 119,055; coke, 2,916 and 5,079; 
forest products, 16, ,719 and 30, 536; _. 4, 548 and 30, 152: merchandise, 

5 an miscellaneous, 189,683 F: 
1932, 498,799; 1931, 759,363; 1930, 936,690. ‘ and en 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 

Four weeks in January........... 2,269,875 2,873,211 3,470,797 
Four weeks in February......... 2,245,325 2'834-119 3,506,899 
Four weeks in March............ 2,280,672 2,936,928 3,515,733 
Five weeks in CO eer 2,772,888 2 aes aee 4,561,634 
Pour Wns 1 MAF ....6cccccecscs 2,087,756 2,958,784 3,650,775 
Week ended June 4............ 447,387 761,084 935,582 
Week ended June I11............ 501,760 732,409 926.066 
Week ended June 18............ 518,409 739,094 920,645 
Week ended June 25............ 498,799 759,363 936,690 

WE epskdescGa sees eaatuawe nen 13 622,871 18,352,855 22,424,821 


INDUSTRIAL TRAFFIC COUNCIL 


Motor transportation, pending legislation before Congress, 
and numerous other matters were discussed at the monthly 
meeting of the executive committee of the Industrial Traffic 
Council of the Chicago Association of Commerce July 6. The 
only action at the meeting was approval of exceptions filed by 
the railroads to the proposed report of Examiner Glover in the 
so-called “Sound Operating Practices” fourth section case, ap- 
plication 14219. Committee reports were presented and other 
routine business disposed of. 
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July 9, 1932 


THE DEPRESSION, ITS CAUSE AND CURE 


(By R. V. Taylor, Mobile, Ala., former member of the Interstate 
Commerce Commission) 

The lines of the steam railroads of the United States are 
the veins and arteries of its body politic and their conditions 
must determine the health or unhealth of all agriculture, all 
industry and all commerce, its main members. Every finan- 
cial and business record for the period beginning January 1, 
1930, to this date, if intelligently studied, will make the truth 
of this dogmatic statement so clear as to place it beyond the 
reach of controversy. 

Such an examination as this of the happenings of this pe- 
riod will show that the present depression had its origin in the 
following state of facts: 

Government operations of railroads began on the first day 
of January, 1918. Soon thereafter, the Director General began 
a series of increases in the pay of all organized employes which 
when completed amounted in the aggregate to one thousand 
million dollars annually. As no one has ever discovered a 
means by which more money can be taken out of a railroad’s 
treasury than is put in it, the necessity was thus created for 
an increase in their income equal to this addition to their 
outgo. This was done by the Director General’s Order No. 28 
and Ex parte 74, which increased the rates for transportation 
services covered thereby something more than fifty per cent. 
After these advances had become fully effective, the funds 
necessary to meet the increase in rates of pay were supplied. 
This comfortable state of affairs would have continued indef- 
nitely if these rates had been allowed to remain effective and 
undisturbed. 

However, notwithstanding the fact that the increased wage 
scale was immutably fixed, the tariff of rates formulated to 
provide the funds necessary to meet it soon became subjected 
to attacks in a variety of forms. There is no practical method 
known to accounting by which a segregation of the amount of 
revenue which has been lost to the railroads by each of these 
assaults can be ascertained. This, however, is not now impor- 
tant, as it is the sum total of the loss in revenue by this gen- 
eral cause with which we are at present concerned. This can 
be determined with accuracy for the ten-year period prior to 
December 31, 1931, when the total ton miles transported and 
the average rates at the beginning and close of the period are 
known. 

CLASS 1 RAILROADS 


Revenue per ton mile 


ES Aiki G Gen ie ie eis ea by Sigh es ASAE AE ECNR OO Ue 1.275 cents 
DCE i+s5s6.6hsnbb cow shonewiekdoden dace cess ausinewins 1.051 cents 
PN ioc ccs utinidideebeecu we dhe eal wee tee Aseae anneal .224 

The total freight traffic for this period was as follows: 

Revenue ton-miles Billions 
BE Tr ishe GANS AGG ohn Oe Raw E Os Nea ne Wess ks aR were ee eew ended 339 
MD MaPctaiD eis ti 6A eine gneeioice aa eased Wak debe ORe SA wean eee caegeeem 413 
ME Gta lobn eked ena gares MAAN aeS seas Sea awe anes e ke teesesueuwrenwwe 388 
BE Se cekShccuG bene sk Shu PASE RATES SN aRaSOANaWOESeReeaee 414 
ER OO aR err ee Ree ee Se meen ie ep eae Ne yar GUrnT AR Gee 444 
DE cic aiken cede ene ewes ae eek dane ae ree See ssw heen wees ewes eee 429 
EN iste i Gig aie akee oe aA ele b RGe OA SR RRO NS WS CW UG ONOaeRa ma eel 433 
EE a iio ca wind dU aioe ba ERS SRW Meee SAAN CASES KEN OREaN Nee eee 447 
BN niece akGASNs 6c CITRON R DOC RARR SECA aC KNSaTee ne eee snewee 383 
“sia ekula Sade s kk disk E NACA ANNSSd oN WbdS DEEN SES RERAUS CaSO AS SEEE 309 

400 


Cem e ee ere see eee eee eee SEES EEHES EEE EES ESE EEE HEHE EES 


A reduction of .224 cent on four hundred billion ton miles 
amounts to an annual loss of revenue of $896,000,000. It has 
been suggested that the reduction in the average may, to some 
extent, have been caused by a preponderance of short haul and 
high class freight in the tonnage diverted to other methods of 
transportation, but, as the tonnage handled by trucks for 1929 
was only five and a half per cent of the total handled by both 
rail carriers and trucks, the reduction by this cause must have 
been infinitesimal, if any; therefore, it may be safely assumed 
that the bad results which began to affect the income accounts 
of the railroads at the commencement of the year 1930 had their 
origin, mainly, if not entirely, in the reductions which, for ten 
years, had been taking place in freight rates and which, in the 
prior period, had been offset by the increase in the total ton- 
hage handled from year to year. It can be shown a little fur- 
their on how this was also a cause of a large part of the further 
decrease in passenger revenue which has occurred in the last 
two years and a half. 

For fifteen years prior to 1930, the average annual increase 
in the freight traffic of class one railroads was something more 
than ten billion ton miles, which represented the natural growth 
of the country. 

The decrease in the revenue of the railroads disclosed by 
their reports for the first quarter of 1930 began to create alarm, 
the first bad effect of which was the necessary dismissal by 
the railroads of 375,000 employes, soon increased to 500,000. The 
operating accounts of railroads are divided approxmately 45 
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per cent to labor and 55 per cent to material. Therefore, when 
their reduced operations require the dismissal of one employe, 
it becomes necessary to add something more than one of the 
workers in the allied industries getting out coal, lumber, steel, 
iron, and an almost endless variety of other material and sup- 
plies used in the operation of railroads, to the unemployed list. 
As the pay check of every highly paid worker is estimated to 
house, feed, and clothe five persons, the bad plight in which 
the railroads found themselves in 1930 by reason of reduced 
freight rates started a vicious circle with 1,000,000 employes 
out of work and 5,000,000 consumers with their customary means 
to buy not only the luxuries but the necessities of life greatly 
curtailed, if not entirely destroyed. As this wheel began to 
turn, “the butcher, the baker, and the candlestick maker” were 
drawn into the vortex which it created and, before its first 
revolution was completed, ten to twelve million persons were 
out of employment and forty to fifty million of their dependents 
were without their customary means to buy. Under consump- 
tion and over production are like creators of unwieldly sur- 
pluses and the withdrawal of these consumers from the markets 
plunged cotton, wheat, copper, cabbages, and many, if not all, 
things of value, including stocks and bonds, to practically the 
lowest price in history. Industries began to close, building 
operations were brought to a standstill, there was practically 
no railroad movement of coal and iron ore, bank failures passed 
from the hundreds into the thousands, and the depression, 
which had its origin in the freight reductions of the railroads, 
began to “sup in every cup.” 

These causes not only stopped the growth of freight traffic, 
which had been progressing at the rate of ten billion ton miles 
annually for many years, but caused the tonnage of the rail- 
roads for 1931 to drop approximately one hundred billion ton 
miles below the average movement for the preceding nine years. 
Nearly half the population of the United States being thus 
deprived of the means to travel, the passenger revenue of the 
carriers, already seriously impaired by bus competition, was 
stricken another deadly blow which further accelerated their 
losses of revenue. 

The Cure 

There is, perhaps, no one wise enough to determine with 
exactness each and every cause of the depression as it pro- 
gressed but, if what has been here written has disclosed the 
main one among them, to which all others were drawn as it 
advanced, there is every reason why it should be removed, if 
possible. 

The application of the railroads for “an increase in freight 
rates and charges to the extent of fifteen per cent” was under 
an unfortunate heading. If it should now be repeated in a 
petition “for a restoration of freight rate reductions which have 
taken place in ten years by a horizontal advance, the only prac- 
ticable method by which such a result can be accomplished,” it 
would be inoffensive and appealing in form. I believe, if such 
an application were presented to the Commission, it would 
be granted without delay, perhaps by ex parte proceedings 
under its mandate contained in paragraph 2, section 15-a, of 
the act. 

I know there are many railroad executives who are labor- 
ing under the impression that the reductions in their revenues 
have been mainly caused by diversions of traffic to the water- 
ways and the hard-surfaced roads and that any attempt to 
increase their rates will add to the power of this competition. 
This is not correct, for, while both of these forms of competition 
have had a bad effect and should be properly controlled and made 
more coordinate to rail transportation, the amount of tonnage 
which has thus been taken away from the rail carriers is insig- 
nificant when compared to the losses which they have sus- 
tained by the depression in all business. The result of a hori- 
zontal advance in all freight rates would be to put twenty 
dollars additional money in their treasuries to each additional 
dollar lost by increased competition and, immediately after 
this inflow starts, confidence will be restored, all wheels will 
begin to turn, and the one hundred billion ton miles lost by 
the depression will come back. 

The decision in the fifteen per cent case said: “The most 
effective remedy for the immediate ills of the railroads is the 
economic recovery of the country.” This sentence would have 
perfectly covered the situation if it had been completed by the 
addition of these words: “And there can be no economic recov- 
ery of the country until the railroads are put back upon’ a proper 
earning basis which can only be done by a restoration of the 
reductions which have been made in their freight rates.” 

While the decision of the Commission in the application 
for the fiteen per cent advance was being awaited, it was 
rumored that it had been granted. The effect of this false news 
was instantaneous and material, stocks, and bonds boomed, 
cotton advanced more than five dollars a bale, and wheat and 
other commodities in like manner. 

The day an application for the restoration of the freight 
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rate reductions herein referred to is actually granted by a hori- 
zontal advance of twenty per cent, wheat, copper, cotton, and 
all other commodities, as well as all stocks and bonds, will 
start an upward movement toward normal values and we shall 
be at the beginning of the end of the depression. 


NATIONAL COMMODITY FORECAST 


“Shippers of this country, through estimates just submitted 
to the Shippers’ Regional Advisory Boards and made public by 
the boards, anticipate that carload shipments of the 29 prin- 
cipal commodities in the third quarter of 1932 (the months of 
July, August and September), will be 21.1 per cent under the 
actual loadings for the same period in 1931,” says the Amercan 
Railway Association. ‘With revenue freight carloadings at pres- 
ent running thirty per cent under last year, such a prognostica- 
tion is not discouraging. 

“Shipper members of the thirteen Shippers’ Advisory 
Boards, covering the entire United States, compile these esti- 
mates quarterly, covering 29 principal commodities which consti- 
tute over 90 per cent of the total carload traffic of the country. 
For the third quarter of this year, all boards estimate a decrease 
in traffic compared to the same quarter of 1931, the percentages 
of decrease ranging from 8.8 in the Southwest district to 35.0 
per cent in the Great Lakes district. The estimate by each 
board as to prospective carloadings during the third quarter 
of this year, compared with actual loadings during the same 
quarter of 1931, follows: 





Actual Estimated 
Loadings, Loadings, Percentage 
Board 1931 1932 of Decrease 
MUMMCiG BtAteW  cicccicccsecne 657,553 550,455 16.3 
Central Western ...ccccccecce 264,686 218,645 17.4 
eee ,600 198,258 13.7 
Pacific Northwest ........... 171,537 122,433 28.6 
OS rrr ire 403,093 261,989 35.0 
EEE acdeccsocentcwaeas 672,168 500,263 25.6 
ere 879,906 668,753 24.0 
re rrr re cre 408,275 286,474 29.8 
Trans-Mo.-Kansas 416,668 309,768 25.7 
een 547,603 426,458 22.1 
Southwest ...... 473,862 432,272 8.8 
New England 123,828 111,058 10.3 
CS ene 619,489 542,574 12.4 
NS cisicociedasascdmamer 5,868,268 4,629,400 21.1 


“Of the 29 commodities for which loadings are forecast, 
it is estimated that three will show increases over last year’s 
third quarter. These are cotton, citrus fruits and potatoes. The 
other 26 commodities show anticipated decreases, ranging from 
3.6 per cent on chemicals and explosives to 70.1 for ore and 
concentrates. A decrease of 20.0 per cent in coal shipments is 
forecast, while petroleum and petroleum products are expected 
to decrease 6.3 per cent. Eliminating coal.and ore from the 
comparison, the remaining 27 commodities show an expected de- 
crease of 15.8 per cent. The estimate as to each commodity 
for the country as a whole, compared with actual loadings dur- 
ing the third quarter of 1931, follows: 


Carloadings Estmtd. Per Cent 
Actual, Estimated, Increase, Decrease, 
Commodity 1931 1932 2. ©. a 
MI, SOE a cideutaeoeseres 397,863 355,208 10.7 
Flour, meal and other 

Will PYOGUCTH cccccccce 206,566 195,858 5.2 
Hay, straw and alfalfa.. 35,318 29,788 ras 15.7 
EON. Garcnovansleceecos 29,952 31,404 4.8 ce 
Cotton seed and products, 

“OS a eer eeeerr 19,141 16,361 es 14.5 
EE NNO. 0.0,004:4:005,04,06 20,827 20,915 .4 meee 
Other fresh fruits ....... 142,820 134,016 oe 6.2 
eT 6,785 47,746 2.1 ini 
Other fresh vegetables... 61,073 56,956 re 6.7 
ON Ee ee arr 7,589 246,859 ‘ qs0 
Poultry and dairy 

EP eee 34,650 32,675 5.7 
Caml OEE GONG .cccccvess 1,654,177 1,323,319 20.0 
Ore and concentrates.... 448,759 33,976 70.1 
Gravel, sand and stone.. 603,984 426,939 29.3 
GE. “ce neitamudnsasaae oeiee 29,691 27,354 7.9 
Lumber and forest 

Pret Te 388,371 295,591 23.9 
Petroleum and petroleum 

ae 597,178 559,352 6.3 
Sugar, syrup and molasses. 50,859 44,681 12.1 
TPO BME BSE. <2 ccccccecce 239,274 195,569 18.3 
Machinery and boilers... 27,345 20,087 26.5 
NL Sees vc teneccinciess 174,943 134,335 28.9 
Brick and clay products. 78,104 65,517 28.9 
Lime and plaster ....... 36,182 29,963 17.2 
Agric. impl. and vehicles 

other than automobiles 8,146 4,849 40.5 
Automobiles, trucks and 

ERE re rr 85,149 62,690 26.4 
Fertilizers, all kinds..... 40,684 30,388 25.3 
Paper, paperboard and 

prepared roofing ...... 79,565 67,752 14.8 
Chemicals and explosives 19,031 18,343 3.6 
Canned goods—all canned 

food products (includ- 

ing catsup, jams, jellies, 

olives, pickles, pre- 

SORTER, GEG)  < vccscccess 44,242 40,909 eae 7.5 
Total for all commodities 5,868,268 4,629,400 re 21.1 
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RAILROAD WAREHOUSE PRACTICES 


Commission testimony in Ex Parte No. 104, part 6, practice 
of carriers affecting operating revenues or expenses (warehoug 
and storage of property by carriers at the port of New York), 
presented before Director W. P. Bartel of the Commission’ 
Bureau of Service, and Examiner W. M. Cheseldine, at the hear. 
ings begun on June 27, showed the storage and warehouse prac. 
tices of the New York harbor trunk lines as resulting in lossg 
and raising questions of legality. The testimony was presente 
by Charles M. Young, rate specialist in the Commission’s Bureay 
of Traffic; R. B. Sturm, special agent of the Commission’s 
Bureau of Inquiry who supervised the investigation, and Arch 
C. Boyd, another special agent of the Commission familiar with 
accounting. 

It was the testimony of Mr. Boyd that showed that carriers 
stored freight, prior to December, 1931, on which the losses 
ran as high as $2.48 a ton. The freight was originally stored 
as if it were intended to be hauled beyond, but, according to 
testimony presented by Mr. Sturm, there was no obligation on 
the part of those who sent freight to the warehouses to send 
it out over the rails of the carrier maintaining the warehouse 
or any railroad at all. As he read the tariffs, those who haj 
dominion over the freight could send it out by truck or ter. 
minate the transaction at the warehouse, the latter after having 
merely paid the class rate to the point of storage. In cases 
where the freight was sent out in twelve months or less, gener. 
ally speaking, the through rate from point of origin to final des. 
tination was paid, the difference between the class rate to point 
of storage and the through rate to final destination being de. 
ducted from the freight bill. He said that all the shipper lost, 
in the event he did not move his freight in twelve months or 
less, was the deduction of the difference between the class rate 
to the point of storage and the through rate to final destination, 
the storage and handling charges being the same in either sort 
of handling. 

In the course of his testimony Mr. Sturm presented corre 
spondence, taken from the files of the Baltimore & Ohio, be. 
tween Edwin Morton, manager of B. & O. Stores, Inc., which 
furnished facilities for the railroad company, and W. F. Richard- 
son, freight traffic manager of the railroad in which the former 
complained about the acts of the traffic department of the 
railroad. 

But, on cross-examination, Mr. Sturm said that his testi- 
mony was as to conditions prior to December, 1931, when the 
railroads filed new tariffs respecting traffic sent to storage. 
Thomas W. Hulme, vice-president of the Pennsylvania in charge 
of its real estate, also called attention to what he deemed the 
faults in comparisons based even on present conditions with 
conditions in 1928 and 1929 due to the making of new rates 
and the change in the volume of business. 

In a letter written by Mr. Morton, the manager of the B. & 
O. Stores, Inc., warehouse properties, to Mr. Richardson dated 
January 10, 1929, the former, in part, said: 


The matter of the ruinously low storage and handling rates which 
prevail at most of the railroad piers in Jersey City, Hoboken, Staten 
Island as well as in Philadelphia, Baltimore and most of the seaboard 
cities is now being fought out vigorously before the I. C. C. and] 
expect in time a decision will be rendered that no accessorial service 
can be rendered by the railroads, except at fully compensatory rates. 
These abuses have grown greater year by year and are of no benefit 
to anybody, except to a very limited line of shippers, and the losses 
sustained thereby have to be borne by the balance of the shipping 
public. The average street man, or traveling freight agent, knows 
nothing of the costs or cares less. His only thought is of tonnage, 
irrespective of whether it is going to yield a profit or a loss. One 
line puts an abuse into effect and within a month all its competitors 
do the same. There is a gradual! wiping away of railway net earn- 
ings not alone due to inadequate rates, but to needless losses running 
into millions monthly that the traffic men initiate and maintain. 


The manager of the warehouse company also complained 
about the traffic men to George H. Campbell, assistant to the 
president of the Baltimore & Ohio, when Mr. Morton wrote. 
In part the manager said. 


It is my firm conviction that the net operating revenues of the 
railroads are eaten into as much by the mistaken zeal of the traffic 
men, as a body, as they are effected by the whittling down of rates 
by the I. C. C. They keep establishing bad precedents year after 
year by giving free services at nominal costs at ruinous rates, which, 
in the aggregate, run into many millions. Once inaugurated there is 
great difficulty in doing away with them. The rival lines, to meet 
these conditions are apt to go them one better and still further mag- 
nify the losses. 


MORATORIUM ON SHIP LOANS 


The Shipping Board considered further this week the situ- 
ation growing out of inability of some borrowers from the ship 
construction loan fund to make payments to the board under 
the loan contracts. Members of the board gave up hope for 
favorable action by Congress on proposed legislation authoriz- 
ing the board to permit payments to be deferred. It was un- 
derstood that the Attorney General was preparing an opinion 
as to the board’s authority to deal with the situation without 
enactment of further legislation. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HE full cargo markets have continued dull in the last few 

days. Fixtures of grain cargoes were almost nil, berthed 
steamers taking most of what there was to be taken. The 
only full cargo fixtures in the last week were two from Montreal, 
one to Bristol] Channel on the basis of 1s 744d, Liverpool or 
Birkenhead, 1s 9d, for the middle of July, and the other to 
London on the basis of 1s 9d for prompt loading. 

West Indies time charters have displayed more activity 
than any other division and, though there has been a decided 
slackening in the last two or three days, the outlook appears 
fairly good. Commenting on the fact that tonnage in the trans- 
atlantic sugar trade has been steadily reduced by vessels going 
home and not returning on account of the scarcity of westbound 
cargo, Bennett, Hvoslef and Company, shipbrokers, say: “It 
follows, therefore, that, should the local refiners find it neces- 
sary to replenish sugar stocks in volume from Cuba and create 
any sizable freight demand in the next few months, the West 
Indies time charter rates will unquestionably advance quickly 
upon slight provocation.” 

Recent transatlantic sugar fixtures show rates holding their 
previous levels with little fluctuation. Two fixtures made their 
appearance in the lumber trade, both from St. John, N. B., to 
West Britain or East Ireland, and one unconfirmed fixture from 
the Gulf to United Kingdom on private terms was noted. Other 
markets were uninteresting. 

Full cargo business on the Pacific coast in the last month 
has shown no improvement over the preceding one, according to 
the freight market letter of the General Steamship Corporation. 
The fleet of laid up ships was augmented considerably in the 
course of the month by unemployed vessels, and rates remained 
at low levels. Two grain fixtures in the China trade from 
British Columbia, with plenty of tonnage to fill further orders 
and the unconfirmed report of the first barley fixture from San 
Francisco to United Kingdom-Continent for August loading at 
23s practically summarizes the grain trade, while two or three 
lumber fixtures to Australia in the neighborhood of $6.50 to $7 
U. S. currency were the only other fixtures. 

The growth of the port of Baltimore and recent improve- 
ments in cargo services to and from the port are outlined in 
a report sent out by the Export and Import Bureau of the 
Baltimore Association of Commerce. 

Among the services is a new direct westbound service 
from Antwerp to Baltimore to be started this month by the 
American Diamond Lines. In this service Baltimore will be 
the first port of call on westbound voyages beginning with the 
arrival of the freighter, West Arrow, July 29. The transit time 
of this service from Antwerp to Baltimore is decreased from 
twenty-three days to fourteen days, with two ships monthly in 
the trade. 

The Quaker Line also announces improved Central Ameri- 
can and intercoastal service from Baltimore, with a direct sail- 
ing fortnightly from Baltimore to Cristobal and West Coast 
ports. Transit time from Baltimore to Cristobal will be nine 
days and to San Diego twenty-two days, with fast transship- 
ment services to Central American and South American ports 
out of Cristobal. 

New York headquarters of the transatlantic conferences are 
being moved to the Martime Exchange building, where the en- 
tire twenty-fifth floor will be occupied by the passenger and 
freight conferences. The change is to become effective in the 
next ten days or two weeks. The United Kingdom, Continent, 
and French Atlantic freight conferences, of which James Sin- 
clair is chairman, will have their headquarters in the same 
place. 

A general cargo service from the River Plate to Baltimore 
has been started by Moore & McCormack, Inc., with calls at 
Montevideo, Santos and Victoria, if cargo offers, supplementing 
the line’s previous service for linseed and coffee, northbound. 
Southbound service is also to be offered to Baltimore. 

A copy of the new customs tariff of the British colony of 
Sierra Leone, which became effective April 30, providing pref- 
erential duties on goods of British manufacture, shows that a 
method for obtaining this preferential duty of goods of British 
manufacture shipped in transit through the United States and 
other foreign ports is provided by Paragraph 18 of the fourth 
Schedule of the tariff. This paragraph reads: 


Goods, the produce or manufacture of any part of the British 


Empire, consigned to Sierra Leone, which have been transhipped 
en route at a foreigitt port or have been shipped from a foreign port 
after overland transit from the British Empire country of origin, 
shall not be entitled to preference unless such goods have passed 
through such foreign country in bond and are accompanied by a 
through bill of lading or railway consignment note from the country 
of production to Sierra Leone in support of the certificates of origin. 
Where a through bill of eo or railway consignment note is not 
available, the ocean bill of lading from the foreign port of shipment 
must bear a certificate signed by the steamship company before the 
British consul that the goods have passed through such foreign 
country in bond, giving the British Empire country of production 
and the number of bonded car, in which case the certificate of 
origin shall also be attested by the British consul. 


Notwithstanding the withdrawal of at least two lines from 
rate agreements of the North Atlantic-Far East Conference, 
Atlantic-Oriental rates are reported as holding firm. The threat 
of another rate war still impends, but all concerned appear to 
be reluctant to open hostilities. 

The Ellerman Line, whose resignation broke the ranks of 
the conference, has no scheduled sailing for three months and 
may not have a July departure, according to reliable sources. 
Funch, Edye and Company, who declared their independence 
of conference control, have made no insurgent move as to 
quotations. Pending further notice, all lines are quoting con- 
ference rates. 

The delay in the beginning of active rate cutting has also 
encouraged the trans-Pacific steamship companies in their hope 
of averting a second breakdown of Pacific overland rates, which 
are competitive with the North Atlantic-Far East Freight rates. 


Formal deliberations as to the fate of the United States 
Intercoastal Conference after August 31, when the six months’ 
agreement expires, will be instituted next week, it is reported. 
The conference decided last week against holding a general 
meeting at a neutral points remote from New York, but it is 
possible that the discussions will be held at some near-by place 
where the delegates would have a minimum of interference from 
outside sources or from their routine duties. Several of the 
lines are demanding that all delegates have full authority to 
act, without referring questions back to their principals. 


Disposition of the questions raised by the move of several 
lines to the “C-Line Group” still looms as the only serious 
obstacle to an extension of the accord. It was decided last week 
to name a committee of representatives of “A,” “B”’ and “C” 
lines to report on a method of adjusting the tariff and regula- 
tions to take care of the problems occasioned by the move of 
three lines from Group B to Group C and the further trend in 
this direction. 


The various steamship companies comprising the inter- 
coastal conference are not making contracts with shippers beyond 
August 31, and are anxious to have the organization fix rates for 
at least another six months so that they can arrange for con- 
tracts for September and the period beyond. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board July 6: 


Brazil to New York (Conference 183): The agreement pro- 
vides for the establishment of a conference of carriers in the 
trade from Santos and Rio de Janeiro, Brazil, to New York, the 
member lines of which agree to maintain uniform rates, with 
two exceptions, on general cargo and/or coffee. These excep- 
tions are (1) that cargo vessels with transit time of more than 
twenty days from Santos and Rio de Janeiro to New York will 
be allowed a differential of 5c per bag on coffee, and (2) on 
bran and hides such cargo vessels will be allowed a reasonable 
differential to be agreed upon by a two-thirds vote of the parties 
to the agreement. Establishment of and changes in rates are 
to be by a two-thirds vote of the parties. Sailings are to be limited 
to approximately one sailing by Munson Steamship Line and one 
by Prince Line, Ltd., every two weeks, two per month by Cia de 
Navegacao Lloyd Brazileiro and one per month by each of the 
other member lines. No action violative of any of the regulatory 
provisions of the Shipping Act is to be taken under the agree- 
ment. <Any other line may become a party to the agreement, 
which is for the period ending July 31, 1932, upon the same 
terms as the member lines, the conditions and frequency of sail- 
ings of such other line to be determined at the time of admis- 
sion. Any member line may withdraw from the agreement upon 
thirty days’ written notice. 

1869—Gulf Pacific Mail Line, Ltd., with Lykes Brothers Steam- 
ship Company, Inc.: Arrangement covers through shipments from 
Pacific coast ports of call of Gulf Pacific Mail Line to Porto Rican 
ports of call of Lykes Brothers Steamship Company, with trans- 
shipment at Galveston, Beaumont or Lake Charles. The through 
rates to Aguadilla, Arroyo, Fajardo, Guanica, Humacao, Jobos, 
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Mayaguez and Ponce on beans, peas, canned goods and dried 
fruit are as specified. 

1975—Bull Insular Line, Inc., with Grace Line: Arrangement 
covers through shipments of garlics from ports of call of Grace 
Line in Chile to direct ports of call of Bull Insular Line in Porto 
Rico, with transshipment at New York. This agreement will 
supersede reference to garlics in third paragraph of Agreement 
No. 1688, approved by the Board October 21, 1931. 

1883—Royal Netherlands Steamship Company with Quaker 
Line: Covers through billing arrangement covering shipments 
from West coast U. S. A. ports of call of Quaker Line to desig- 
nated South Pacific ports of call of Royal Netherlands Steam- 
ship Company, with transshipment at Cristobal. Through rates 
are to be based on direct line conference rates. Cost of transship- 
ment at Cristobal is to be absorbed by the two carriers on the 
same basis as the through rates are apportioned. 

1986—Munson Steamship Line with Merchants and Miners 
Transportation Company: By this agreement Munson is to with- 
draw its service from the Atlantic coast trade, except between 
New York, Nassau and Miami, and is not to maintain, establish, 
or reestablish service between ports on the Atlantic coast served 
by the Merchants and Miners, or any ports contiguous thereto 
or competitive therewith until May 31, 1937. After such date 
six months’ termination notice in writing may be given by either 
party to the other; but should Munson give such notice, Munson 
is for a period of 2 years to maintain the standard or conference 
(approved Conference Agreement 171) rates. Munson is to accord 
the aid of its soliciting force to Merchants and Miners and to 
assign its good will. Financial considerations are to be ex- 
ehanged between the carriers. 

1995—Pacific-Java Bengal Line, Silver Line, Limited, and 
Klaveness Line with States Steamship Company and Oceanic & 
Oriental Navigation Company: Pacific-Java Bengal Line, Silver 
Line and Klaveness Line, on their services to and from United 
States Pacific coast ports, agree to refrain from direct calls at 
ports in French Indo China and Siam. States Steamship Company 
and the Oceanic & Oriental Navigation Company, on their serv- 
ices to and from United States Pacific coast ports, agree to refrain 
from direct calls at ports in the Dutch East Indies. Any of the 
lines are permitted to handle cargo to the respective territories 
by transshipment. 


Agreements Modified 


Modification of Agreement (Conference 120-2): The agreement 
which is modified was approved by the board February 12, 1929, 
amended May 8, 1929, and established a Trans-Atlantic Passenger 
Conference dealing primarily with transportation of passengers 
from Atlantic and Gulf ports to European ports and Mediterranean 
ports of Asia and Africa. That agreement provided (Article E— 
paragraph c) for the appointment of sub-agencies by the several 
conference lines subject to rules and regulations to be unan- 
imously agreed upon by members, and for limitation, reduction 
or increase of the number of sub-agencies in various localities 
by unanimous agreement of the lines. The modification in sub- 
stitution for the former paragraph c of Article E authorizes limi- 
tation, reduction or increase of sub-agencies and provides for 
adoption, by unanimous agreement of the lines, of rules and 
regulations to cover the conditions of appointment and cancella- 
tion of sub-agencies, the location of their offices and scope of 
their activities and to govern the joint and several relationships 
of the lines to such sub-agencies. It is further provided that the 
member lines may, by such rules and regulations, restrict the 
activities of such sub-agencies in so far as concerns competitive 
non-member lines and prescribe conditions governing bonding, 
sale of tickets, maintenance of accounts, remittances, return of 
unsold tickets and orders, advertising, and the general conduct 
of sub-agency business including the minimum amount of busi- 
ness necessary to retention of a sub-agency appointment. The 
agreement as modified further provides that violation of any rule 
or regulation or any default by a sub-agency with respect to 
one or more lines shall, upon unanimous agreement of the lines, 
disqualify such sub-agency as to all member lines and its appoint- 
— is to be canceled and withdrawn simultaneously by all such 
ines. 

Pacific Coast European Conference (Conference 176-1): As 
presently in effect the agreement approved by the board May 
11, 1932, of the Pacific Coast European Conference is applicable 
to shipments of all commodities moving on vessels of member 
lines of the Conference from Pacific coast ports of the United 
States, or from inland points in the United States or Canada 
via said Pacific coast ports, to United Kingdom, Ireland, Conti- 
nental and Scandinavian ports and to Mediterranean base ports; 
and to transshipment ports of the Mediterranean Sea, Adriatic 
Sea, Black Sea, British India, British Mesopotamia and West, 
South and East Africa. The only change to be effected in the 
existing agreement of the Pacific Coast European Conference by 
the modification is the restriction of the application of said agree- 
ment, as respects traffic to transshipment ports of West, South 
and ans Africa, to shipments of canned goods and dried fruit. 

531-2—Cosulich Line, Cunard Steam Ship Company, Ltd., Ex- 
port Steamship Corporation, Fabre Line, Italian Line, “K” ‘Line, 
National Steam Navigation Company, Ltd., of Greece, Navigazione 
Libera Triestina and i Line with "Compania Espanola de 
Navegacion Maritima, S. A. (Gardiaz Line): Agreement provides 
for withdrawal of Kokusai Kisen Kaisha, Kawasaki Kisen Kaisha 
and Kawasaki Dockyard Company, which operate under the trade 
name “K” Line, and substitution of Compania Espanola de Nave- 
gacion Maritima, S. A. (Gardiaz Line), Garcia & Diaz, Agents, 
in lieu of Ybarra Line in Agreement No. 531, as amended, cover- 
ing wharfage and other charges on shipments of Spanish onions, 
lemons and other fruit at the port of New York, approved by the 
board November 9, 1927. 

733-1—The New York and Porto Rico Steamship Company 
with Oriole Lines: Agreement provides for the inclusion of Liver- 
pool, as an additional port of destination in Agreement No. 733, 
approved by the board October 30, 1928, covering through move- 
ment of ali traffic from Porto Rico to Dublin, Manchester, Glas- 
gow, Avonmouth, Cardiff, Belfast, Cork and Londonderry, with 
transshipment at New York. 

1259-1—Munson Steamship Line with Panama Mail Steamship 
Company: Modifies Agreement No. 1259 between Panama Mail 
Steamship Company and Western Ocean Steamship Corporation, 
covering through shipments of molasses from Barbados, B. W. 1. 
to Los Angeles and San Francisco, with transshipment at New 
York. The purpose of the modification is to record Munson Steam- 
ship Line as a participating carrier in this agreement as successor 
of the Western Ocean Steamship Corporation. 
1431-1—Munson Steamship Line with Bermuda & West Indies 
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Steamship Company, Ltd., and Ocean Dominion Steamship Cor- 
poration: Modifies Agreement No. 1431 covering maintenance of 
southbound tariff freight rates and conditions from United States 
North Atlantic ports to the Virgin, Leeward and Windward Is- 
lands, and the Guianas. The purpose of the modification is to 
substitute the name of Munson Steamship Line in lieu of Western 
Ocean Steamship Corporation in view of the fact that the business 
of the Western Ocean Steamship Corporation has been taken over 
and is being operated by Munson Steamship Line. 

1434-1—The New York and Porto Rico Steamship Company 
with Grace Line: Modifies Agreement No. 1434 covering through 
shipments of garlic from_ports of call of Grace Line in Chile 
to direct ports of call in Porto Rico of The New York and Porto 
Rico Steamship Company, with transshipment at New York. The 
modification decreases the through rate of $30 per 1,000 kilos, 
presently charged, to $25 per 1,000 kilos, and changes the divi- 
sion thereof between the carriers. 


OCEAN MAIL CONTRACTS 


The treasury-post office appropriation bill has been passed 
by Congress and approved by the President, the House amend- 
ment providing that no part of the money appropriated for 
ocean mail contracts should be used for the contract awarded 
to the Seatrain Company or for contracts to those having con- 
nection with operation of foreign flag vessels having been 
eliminated. 


OPERATION OF AMERICA FRANCE LINE 


The Shipping Board has entered into a contract with the 
Cosmopolitan Shipping Co., of New York, for operation of the 
America France Line, on the so-called lump-sum basis instead 
of the managing agency basis heretofore in effect. All the ship- 
ping Board lines are now on the lump-sum basis plan under 
which the board pays the operators specific amounts for each 
voyage and the operators bear certain expenses. Under the 
old plan the operators were compensated on a percentage basis. 

Transfer of the Shipping Board lines to private operation 
hinges now on the purchasers obtaining ocean mail contracts 
from the Postmaster General, according to board officials. 


PANAMA CANAL TRAFFIC 

In June 336 commercial vessels, paying tolls of $1,534,793.19, 
transited the Panama Canal, according to a radiogram received 
by the Secretary of War from the governor of the Panama Canal. 
In the preceding month of May the number of transits was 
357 and the tolls, $1,717,401.26. In June last year the transits 
totaled 400 and the tolls, $1,821,408.73. For the six months 
ended with June the transits totaled 2,161 and the tolls, $9, 
924,243.67, as compared with 2,627 transits and tolls of $11,- 
747,687.46 for the corresponding period of 1931. 

In the fiscal year ended June 30, 1932, 4,506 commercial 
vessels transited the canal, paying tolls of $20,707,377.05, as 
compared with 5,529 commercial vessels in the fiscal year 1931 
paying tolls of $24,645,456.57. 


SHIP BUNKERING STATIONS 


A directory of bunkering stations covering 386 foreign ports 
in 69 countries has been issued by the Department of Com- 
merce. The directory, which was prepared jointly by the Com- 
merce Department and the U. S. Shipping Board, presents all 
the pertinent information essential to the mariner desirous of 
bunkering, including types and loading speeds of mechanical 
facilities, kinds of fuel available, sources of supply, method of 
delivery, etc. 

A steady extension of fuel-oil facilities for bunkering is 
revealed in the directory, such stations being located in prac- 
tically every major port. By special arrangement with oil com- 
panies, oil for bunkering is now obtainable in even the most 
remote areas. The bunkering of fuel oil is generally accom- 
plished by pipe line, either from shore plant or barges, the 
speed in loading varying from 60 to 1,200 barrels an hour, de- 
pending on the intake of the ship as well as the size of the 
pipe line. 


S. P. FOURTH SECTION CASE 


A petition for reargument and/or reconsideration, couched 
in what seem unusually emphatic terms, has been filed in 
Fourth Section Application No. 18638 and No. 13639, of the 
Southern Pacific Co., Southern Pacific Steamship Lines, and 
Texas & New Orleans Railroad Co., by the applicants. The 
Commission in a report, dated March 8, denied relief for the 
Sunset-Gulf rail-and-water route of the Southern Pacific system. 

That decision, the applicant said, denied to that route the 
right to compete for transcontinental traffic with intercoastal 
steamship lines operating through the Panama Canal. 

“The effect of this decision,” says the petition, “is to 
suppress competition, to continue a monopoly, and to deprive 
private owners of the right to use millions of dollars of 
property for the purpose for which this rail-and-water route 
was concededly established. There is and could be no finding 
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There is a greater Great Northern freight service to give you faster, 
more efficient transportation facilities between the Middle West 
and the Pacific Coast—all the way to California—and between 
such points as St. Paul, Minneapolis, Duluth, Winnipeg, Portland, 
Seattle, Tacoma, Spokane, Klamath Falls, Sacramento, Oakland 
and San Francisco. Through merchandise cars to and from the 
Pacific Northwest and California. 


Plan your journeys via the Great Northern route which includes 
1500 miles of clean, cinderless travel behind super-power, oil- 
burning and electric locomotives. Ask about bargain fares and 
all-expense escorted tours. Summer fares from Eastern cities are 
the lowest in transportation history—and, en route to or from 


California, you NOW may include Glacier Park and the Pacific 


Northwest at no extra rail charge. 
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of any violation of the law in applicants’ proposals, on the 
facts of record. 

“The construction of the Panama Canal, with the foreseen 
operation ef intercoastal steamship lines in domestic service, 
was never intended for the purpose of creating a monopoly, 
depriving transcontinental lines of the right to participate in 
traffic, in effect confiscating their property, or by the erection 
of a tariff wall in the guise of administratively compelled freight 
rates, to close the door to Pacific Coast markets in the face of 
the middle western and interior producers. 

“When did this idea that the construction of the Panama 
Canal was for the purpose of suppressing competition and de- 
stroying the investment in transcontinental railroads originate? 
From a thorough investigation of legislative history we have 
been unable to discover the slightest factual basis for such 
erroneous conclusions.” 

In the forlorn hope of having their geographical location 
changed from the interior to the Pacific Coast ports, from a 
rate-making standpoint, said the petitioners, certain jobbers in 
intermountain territory continued to oppose transcontinental 
fourth section relief, not that they in fact would suffer any in- 
jury if the regulated carriers were permitted to compete. The 
traffic, the petition said, was moving on lower rates via the in- 
tercoastal steamship lines, to Pacific coast ports today and had 
been in the past. To the extent that the proposal here would 
change their rates, said the petition, such would be reduced 
and their jobbing territory enlarged. 

The Nevada commission, opposing a reopening of the ques- 
tion, said that the matter had been exhaustively and correctly 
reviewed by the Commission. All of the matter set forth in 
the applicants’ brief, the Nevada commission said, were before 
the Commission and were given full consideration in its con- 
clusions. 


MANHATTAN AND MAIL 


On August 10, the S. S. Manhattan, the largest ship ever 
built in America, will sail on its maiden voyage from New 
York to Queenstown, Plymouth, Havre and Hamburg and re- 
turn. The Manhattan was constructed by the New York Ship- 
building Co. at Camden, N. J., for the United States Lines. 

To commemorate this voyage, the Post Office Department 
has prepared a special cachet which will be used on letters to 
be carried on the Manhattan fully prepaid at the ordinary let- 
ter rate applicable to the foreign country in which they are to 
be delivered. Such letters must be sent to the seapost clerk, 
S. S. Manhattan, New York, New York, not later than August 8. 

Letters addressed for delivery in this country may also be 
sent on this first voyage. They will be kept on the ship until 
it has completed its round trip to New York and then will be 
sent forward from New York by the ordinary means if they 
are prepaid at the ordinary domestic letter rate. They will be 
forwarded from New York by air mail if they are prepaid at 
the domestic air mail rate. They will be forwarded from New 
York under registration if paid the additional fee applicable. 


AMERICAN SHIPBUILDING 


On June 1 American shipyards were building or under con- 
tract to build for private shipowners 102 vessels aggregating 
186,411 gross tons, compared with 79 vessels aggregating 172,977 
tons on May 1, according to the Department of Commerce. Of 
the total, ten were seagoing vessels of 1,000 gross tons and over, 
aggregating 118,300 gross tons. 


SHIPPING BY TRUCK 


The Clinton Manufacturers’ and Shippers’ Association, of 
Clinton, Iowa, has issued a circular: 


If you ship by truck you should inform yourself on the follow- 
ing subjects: 

Is the truck line insured against property loss and damage and 
to what amounts? This does not mean only the loss or damage to 
the goods in transit, but should also cover the damage to any 
property caused by the truck. 

Is. the truck line insured against personal liability and to what 
amount? 

With what insurance company does the truck line carry in- 
surance and what is the expiration date of the policy? 

If you contract with a truck line to haul freight for you and 
the truck line has an accident while your merchandise is being 
transported, do you know that you are a party to the act? 

We are sending out this warning because recently two cases 
have come to our attention where trucks caused the death of per- 
sons and were sued for $10,000. The trucks were not covered by 
insurance, and the trucks were mortgaged to the limit. Joint suits 
were instigated, the owners of the merchandise were responsible con- 
cerns and they were held for payment. 

Some truck lines carry only the minimum insurance. This 
would not be sufficient to cover if several persons lost their lives 
or if severe property damage was caused. 

It is highly important for everyone using truck service to in- 
form themselves as to whether or not they would be dragged into a 
~—, _ if the truck line carrying their merchandise had an 
accident. 
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A good dependable truck line should be only too glad to furnish 
you with this information. If a truck line cannot give you the in- 
formation desired, we would warn you to be very careful about 
such a company. 


DRAYAGE ABSORPTION 


The Commission has amended its order of June 23 insti. 
tuting No. 25325, absorption of drayage and trucking charges 
by St. Louis Southwestern Railway Co., Missouri Pacific Co, 
and Chicago, Rock Island & Pacific Railway Co., by making it 
cover Rock Island I. C. C. No. C-12080, supplement No. 28. The 
order also amends the title of the proceeding so as to show 
that the Rock Island is a respondent. In all other respects the 
order remains as issued, providing as it does, for hearings by 
Examiner Taylor at Little Rock, Ark., on July 15 and at &¢t, 
Louis on July 18. 


LOUISIANA MOTOR REGULATION 

The Louisiana legislature has adopted a constitutional 
amendment and enabling act declaring all motor vehicle car- 
riers to be common carriers and placing them under the full 
control of the Louisiana Public Service Commission. The meas- 
ures, H. B. 821 and 822, go to the governor for signature and 
will be submitted to popular vote in the next general election. 

The legislature also adopted the two acts, H. B. 94 and 95, 
increasing the license tax on trucks, classifying “contract” 
carriers with common carriers, imposing a road use tax, limit- 
ing maximum loads further, and regulating truck and bus traffic 
generally. 

Another act authorizes the attorney general, on approval of 
the governor, to employ special counsel at a cost not to exceed 
$10,000 for prosecuting cases before the Interstate Commerce 
Commission and the courts. 


MOTOR VEHICLE TAXATION 


To stiffen resistance to “further burdens” on users of auto- 
mobiles resulting from increases in taxes on automobiles and on 
products entering into the use of motor vehicles, representatives 
of agricultural, industrial, and private using groups have decided 
to set up the Highway Users’ Conference as a clearing house 
for development of facts bearing on this question. Alfred P. 
Sloan, Jr., president of General Motors Corporation, and a 
member of the board of the National Automobile Chamber of 
Commerce, presided at a conference in Washington at which the 
question of taxation of the motor vehicle and products entering 
into its use was discussed. 

“To the extent that there is economic justification for taxes 
upon users in return for highway development, no one can find 
much fault with them,” said Mr. Sloan. “But when we see the 
vehicle becoming an instrument for general taxes of all sorts 
far beyond those which the user should pay, then a halt must 
be called. 

“Otherwise, the whole structure of our highway transporta- 
tion will be menaced and the individual who uses the road will 
find himself saddled with operating costs which will add materi- 
ally to the cost of movement and of goods.” 

It was stated that it would not be the purpose of the High- 
way Users’ Conference to disseminate information other than 
to the representatives of the various user groups who might 
desire it to use as they saw fit. 


AUTOMOBILE RAIL FREIGHT 


Railroad freight shipments resulting from the manufac- 
ture and use of automobiles are said to be making a better 
comparative showing during the depression than other manu- 
factured goods; shipments of all articles classified by the In- 
terstate Commerce Commission as manufactures and miscel- 
laneous amounted to 7,816,414 carloads in 1931; of this number, 
2,254,845 carloads are traced by J. S. Marvin, genera] traffic 
manager, National Automobile Chamber of Commerce, to ship- 
ments of motor vehicles, parts and materials, tires, gasoline, 
iron and steel, lubricants, and brick and cement for highways, 
or 28.8 per cent of the total shipping in the manufactures group. 
This is an increase from 23 per cent in 1929 and 24 per cent 
in 1930. 

The chamber also finds that shipments of factory coal, lum- 
ber, crude rubber and petroleum, together with gravel, sand, 
and other materials for highway building, all of which are 
classified by the Commission as products of forests and mines, 
account for 7.6 per cent of the shipping in that group against 
414 per cent in 1929 and 5.8 per cent in 1930. 


ALASKA RAILROAD INVESTIGATION 


On motion of Senator Kendrick, of Wyoming, the Senate 
has agreed to a resolution continuing in full force and effect 
Senate resolution 298 until December 4, 1933, under which 4 
Senate committee is investigating the Alaska Railroad. 
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HEMISTS, in making an analysis 
of a product, take it apart and 
identify each infinitesimal element. 
Thousands of shippers and receivers 
of freight have repeatedly analyzed 
“Precision Transportation” and have 
found that Norfolk and Western service 
meets their every requirement in the 
moving of merchandise between the 
Midwest and the Virginia seacoast. 
As a result of their analyses they 
have found that “Precision Transporta- 
tion” is a “definite” service; that for 
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“definite” reasons they receive the same 
unvarying excellence day after day. 
They have become consistent users of 
Norfolk and Western facilities and now 
turn their merchandise over to the 
Norfolk and Western knowing defi- 
nitely from past experience just when, 
how and in what condition it will be 
delivered. 

To consistent users of Norfolk and 
Western facilities “Precision Trans- 
portation” has a very “definite” mean- 


ing. 


Any Norfolk and Western representative will be glad to 
give you a “definite” analysis of ‘Precision Transporta- 
tion” 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of _— experience and wide knowl- 
edge will answer questions relating to practical traffic pr«'*>ms. We do not 
desire to take the place of the tra man but to help hi. in his work. 
The right is reserved to refuse to answer in this colu. n any question, 
legal or traffic, that it may appear to us unwise to answer ox that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Demurrage—Free Time on Cars Held to Complete Loading 


Michigan.—Question: A car is partly loaded by one indus- 
try (A) and switched to another industry (B) on a single line 
switch over a switching line to complete loading, for forwarding 
to another out of town industry (C). 

Car was held in B’s plant 48 hours to complete loading, 
and switching line, contending that only 24 hours’ free time is 
allowed to complete loading, and bill out to (C), charges $2.00 
demurrage for the second day and base their argument on 
Rule 2, Section B of A. R. A, demurarge rules in Jones’ Tariff 
4-L, 

The above mentioned rule reads, “Twenty-four hours’ free 
time will be allowed when cars are held for reconsignment, 
diversion or reshipment, or held in transit on order of con- 
signor, consignee or owner.” 

We contend that, when a revenue switching charge was 
paid for moving the car from (A) to (B) and that car was not 
held by the carrier but placed in the plant of (B) to be worked, 
we are entitled to 48 hours’ free time. In fact, we shoudl be 
allowed 96 hours as there is an outbound move as well as an 
inbound move on which outbound move the switching line gets 
their proportion of the road haul charges. We contend that 
the word held as used in Section B of Rule 2 means when a 
car is held in the yards or on the rails of the carrier and that 
when a car is placed in the plant of consignee (B) it is on 
their tracks and should be placed there to complete the single 
line move for which they collected tariff rate. 


We cannot understand why a shipper should be penalized 
on loading or unloading time or both, because it has merely 
to complete load, when if the load was taken out of car at B’s 
plant and another load put in the same car would be allowed 
96 hours’ free time while the switching line would collect the 
same revenue and would do exactly the same work. 

Please give us your decision on this question. 

Answer: There are two provisions in the demurrage tariff 
the context of which might be applicable to the facts in the 
instant case. 

One of the provisions is that quoted in your letter. The 
other is Section B-4 of Rule 2, which reads as follows: 


Except as otherwise provided in rule 2, section A, paragraph 3, 
when cars are held to complete loading, or to partly unload. 

Note—Where car held for unloading is partly unloaded and partly 
— 48 hours’ free time will be allowed for the entire trans- 
action. 


The latter provision appears to apply only to through ship- 
ments which are stopped under proper tariff provisions for 
partially loading or unloading, and unless (which does not seem 
to be the case), the shipment in question was a through ship- 
ment, rather than two distinct shipments or a reshipment, it 
is not applicable thereto. 

The applicability of the other provision, namely, Section 
B-1 of Rule 2, is dependent upon whether the shipment was 
reconsigned or reshipped within the meaning of those terms, 
as defined therein. The facts do not show that there was a 
reconsignment. 

Note 4 of Section B-1 of Rule 2 states that a “reshipment” 
is the making of a new contract by which under a new rate 
the original lading, without being unloaded, is forwarded in the 
same car to another destination. 

In Chestnut Lumber Co, vs. Director General, 89 I. C. C. 
236, the Commission had under consideration the application of 
the provision of the demurrage tariff covering reshipments and 
held that it did not apply to the case of cars which, having 
been placed for unloading on the complainant’s siding, were 
partly unloaded and reloaded with material taken from com- 
plainant’s yard stock; that the subsequent movements must be 
considered as new and distinct shipments rather than as re- 
shipments or reconsignments. 
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The Commission’s decision in the Chestnut Lumber Co. case 
seems to apply to the facts in the instant case. 


Tariff Interpretation—Rating on Cranes or Derricks and Bridge 
Builders’ Outfits 


Ohio.—Question: A question has come up relative to the 
weight on cranes moving on their own wheels. 

Item 27, page 171, of the Official Classification, shows a 
weight which covers the car and also the weight of the crane, 
In other words, the actual weight covering crane and car must 
govern. No deduction from the weight which covers cabin, 
tools, etc., should be taken into consideration. In other words, 
the actual weight of the crane and car should govern the 
payment of freight charges. 

We have been verbally advised that according to Item 22, 
on page 375, certain weight which will cover the weight of 
the car, cabin, tools, etc., can be deducted from the gross weight 
of the crane. We do not agree on this matter. 

We would appreciate to hear from you on same. 

Answer: While it is true that under the provisions of 
Note 9, covered by Item 22, page 3875 of Consolidated Weight 
Classification No. 6, a deduction will be made for the weight 
of car, propelling device, cab, tool boxes and counter weights, 
in so far as bridge builders’ election outfits are concerned there 
is no such deduction of weight in connection with the rating 
on cranes or derricks published in Items 1 and 2, page 37 of 
Supplement 47 of Consolidated Freight Classification No. 6. 

With respect to the difference in the weights upon which 
charges are assessed, the Commission on pages 52 and 538 of 
its opinion in the Consolidated Classification Case, 54 I. C, C., 
1, said: 

Probably the most troublesome items with which the special 
committee had to deal were those applying to articles other than 
empty railway equipment that move on their own wheels. These 
articles are not in all cases specifically provided for in the several 
classifications and those that are specifically provided for are de- 
scribed differently and generally rated according to different theories. 
The fact that the carrier is saved the necessity of furnishing equip- 
ment may in one case be reflected in a low rating and in another 
case in a provision for some deduction from actual weight. | 

Most of the articles except locomotives and tenders, which’ are 
peculiar to themselves, partake more or less of the nature of a 
flat or box car equipped with machinery. The outfits are attached 
to or are a part of the structure which constitutes the vehicle. The 
question of what portion of the article represents the vehicle and 
what portion represents the lading is often impossible of determina- 
tion and the carriers propose to abandon its solution. 


Delivery by Carrier—What Constitutes 


California.—Question: We would appreciate your opinion 
on the following proposition, stating if the judicial decisions 
quoted are a parallel case with our movement in so far as 
liability of carrier. 

A car loaded for crosstown movement within city switching 
limits, spotted at consignee’s warehouse which is served by a 
stub single track which is also serving a number of other ware- 
houses. The consignee partly unloaded the car on the first 
day and at the closing hour placed a padlock on the door. 
The following morning the car was located by the consignee’s 
warehouseman in the rear of another concern some distance 
down the track. The original seal on one door had been re 
moved and a portion of the merchandise stolen from the car 
during the night. The yard engine had switched the car between 
the closing hour of the consignee’s warehouse and the open- 
ing of the warehouse the following morning. 


The rail serving this warehouse and other concerns is owned 
by the carrier but used strictly as an industrial siding. What 
action or remedy has the consignee in this matter for compe2- 
sation for the stolen merchandise, from the company owning 
the easement and tracks serving this warehouse? The car 
was completely unloaded on the second day, or within the 48- 
hour free time allowance, 

We quote excerpt from The Traffic World, June 18, 1921: 


In its decision in case No. 299, Michigan Central R. R. Co. vs. 
Mark-Owen & Company, the Supreme Court of the United States 
on June ist affirmed the decision of the Supreme Court of Illinois, 
holding the carrier responsible for the loss of part of a shipment 
from a car after the car had been opened by the consignee. Under 
this decision, a carrier is liable for the loss of goods, and inferentially 
for damage thereto while they are being unloaded during the 48 hours’ 
period of free time, from cars placed on public team tracks. The 
effect of the Supreme Court’s decision is to make a carrier liable, 
as a common carrier, during the period of free time, regardless of 
whether or not the cars have been opened by the consignee, for 
the reason that delivery of the property has not been made but 
access only has been given to it, that it may be removed at any 
time within the 48 hours allowed for that purpose. 


We refer you also to your issue of September 27th, 1930, 
page 770, concernng the Wichita Grocery Company case, supra, 
in California Courts, Jolly vs. A. T. & S. F. Railway, 131 Pac. 
1057, which refers to the Mark-Owen case, 

Answer: In so far as deliveries on public team track are 
concerned, the Supreme Court of the United States has held, 
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in Michigan Central R. R. Co. vs. Mark Owens, 256 U. S. 427, 
41 S. Ct. Rep. 554, that until all of the goods had been taken 
from the car the liability of the carrier as a common carrier 
continues for the 48-hour period of free time, after which time 
its liability is that of a warehouseman and as such it is liable 
only for negligence, the burden to prove which is upon the 
owner of the goods. 

As to deliveries on private sidetracks, there has been no 
decision of the supreme court which definitely determines the 
liability of the carrier. In Y. & M. V. R. R. Co. vs. Nichols 
& Co., 256 U. S. 540, 41 S. Ct. Rep. 549, the court said: 


But, at a station where there is a regularly appoined agent it 
would be obviously unreasonable to place upon the shipper, after a 
bill of lading has issued, the risks attendant upon the loaded car 
remaining on the. public siding because it has not yet been convenient 
for the carrier to start it on its journey. It would likewise be 
unreasonable to place upon the consignee at such a station the 
risk attendant upon the arriving car’s remaining on the siding 
before there has been notice to the consignee of arrival and an 
opportunity to accept delivery. The situation there would be prac- 
tically the same whether the loaded cars were left standing on a 
public siding or on a siding to a private industry on the railroad’s 
right of way, as in Swift & Co. vs. Hocking Valley Railway Co., 243 
U. S. 281, or on a siding, partly on the railroad’s right of way and 
partly on private land, as in Chicago & North Western Railway vs. 
Ochs, 249 U. S. 416, and Lake Erie & Western Railroad Co. vs. 
Public Utilities Commission, 249 U. S. 422, when the siding is, either 
by state law or by agreement and in fact, a part of the carrier’s 
terminal system. 


The decisions of the courts of the several states as to 
such deliveries are not uniform. In the following cases the 
question of the carrier’s liability for goods placed on a ship- 
per’s private siding was in issue, Missourj Pac. R. Co. vs. 
Wichita Grocery Co. (Kans.), 40 Pac. 899; Jolly vs. A. T. & 
S. F. R. Co. (Calif.), 181 Pac. 1057; Arkansas Midland R. Co. 
vs. Premier Cotton Mills (Ark.), 158 S. W. 159; Bianchi & Sons 
vs. M. & W. R. Co. (Vt.), 104 Atl. 144; Weyl vs. Southern Pac., 
156 Ill. App. 193; Kingman St. Louis Implement Co. vs. Southern 
Ry. Co., 112 S. W. 721; Lewis vs. N. Y. O. & W. Ry. Co., 104 
N. E. 944; 210 N. Y. 429; Manglesdorf Seed Co. vs. Mo. Pac., 
280 Pac. 896. 

In the first case above cited it was held that two cars 
which were placed on a consignee’s siding on Saturday, but 
which were burned before business on the following Monday, 
had not been delivered, and that the carrier was liable for the 
loss. In Bianchi & Sons vs. M. & W. R. Co., 104 Atl. 144, it 
was held that a car delivered on a private switch, without notice 
to the consignee, and without surrender of a straight bill of 
lading, had been properly delivered, and the carrier was not 
liable for loss of goods therefrom. It was held that the mere 
placing of the car upon the consignee’s sidetrack constituted 
delivery by the carrier and acceptance by the consignee. To 
the same effect is Lewis vs. N. Y. O. & W. Ry. Co., 104 N. E. 
944. 

In Ward vs. Pere Marquette (Mich.), 204 N. W. 120, it was 
held that where a carrier, pursuant to custom, placed a car of 
lumber on a private siding, owned and exclusively used by 
purchaser, thus relinquishing dominion over the shipment, and 
placing it in possession and exclusive control of the purchaser, 
it constituted complete delivery, and where it was made with- 
out bill of lading being surrendered it constituted a conversion. 

In Jenckes Spinning Co. vs. N. Y. N. H. & H. Co., 126 Atl. 
753, it was held that a condition in the bill of lading exempt- 
ing a carrier from liability for losses from cars on private 
sidings did not relieve a carrier from liability for partial loss 
of cotton shipment where siding involved, though built for 
convenience of a particular plant, was not strictly private. 

In Weyl vs. Southern Pacific, 156 Ill. App. 493, it was 
held that a complete delivery of merchandise by the carrier 
to the consignee terminating the former’s liability takes place 
if the car containing the merchandise is placed by the carrier 
upon the usual and customary place where the consignee re- 
ceived consignments of freight in cars, and notice of delivery 
by the carrier to the consignee is not essential, nor does the 
closing of the place of business of the consignee operate to 
continue the liability of the carrier for delivery made in accord- 
ance with instructions given. 

In the Manglesdorf Seed Company case there is a statement 
of the law and citations of cases respecting deliveries on side- 
tracks which are owned by the carrier but serve a particular 
industry. 

The decisions of the courts of the state in which suit is 
to be brought, as well as the nature of the sidetrack which 
serves the warehouse, should be given consideration in the event 
it is determined to bring suit. 


Freight Charges—Liability of Consignor 


Ohio.—Question: We would appreciate it if you will advise 
us on the following: On October 9, 1929, we forwarded a ship- 
ment to our customer in Trinity, Texas, from Oakley, Ohio. 
Same was routed on the bill of lading B. & O., T. & N. O. There 
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are two towns in Texas named Trinity, one a prepay station 
and the other an open station. Our bill of lading was tendered 
the railroad company on a collect basis but the railroad com. 
pany’s clerk billed same prepaid and when the shipment arriveq 
at St. Louis, Missouri, the agent wired us to advise him what 
Trinity to forward shipment. We in turn advised him to for. 
ward to the Trinity, Texas, that was an open station, not 
knowing that the shipment was forwarded prepaid. The rail. 
road collected freight charges from us to the amount of $62.48 
to cover the prepaid freight charges. When checking the bills 
we found that it should have been forwarded collect and we 
filed claim with the railroad company for this overcharge and 
they made refund of the full amount of the charges. Now 
they are unable to locate the consignee and collect these 
charges and they are demanding that we refund the full amount, 
which we refuse to do, as we contend that the shipment was 
tendered to them on a collect basis and, inasmuch as their agent 
made the error in billing same prepaid, we can see no reason 
why we should be held liable for their error. They admit they 
made the error, but for the reason that we did not sign Sec. 
tion 7 of the bill of lading, they claim that we are liable for 
the charges. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation 
to pay the full amount of the freight charges. L. & N. vs. 
Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. Rep. 441. On 
the other hand, the consignee, by acceptance of the goods, 
becomes liable for the full amount of the freight charges 
whether they are demanded at the time of delivery or not until 
later. P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 
S. Ct. Rep. 27. 

The contract of the consignor and that of the consignee 
are not considered to be inconsistent with each other; each is 
an original contract based on a sufficient consideration. 

In the decision of the Supreme Court of the United States 
in the case first above mentioned, there are numerous expres- 
sions which seem to point to the conclusion that the consignor 
can be held for an undercharge, unless it appears from the 
bill of lading or otherwise that the carrier did not intend to 
look to the consignor for its charges. The court therein said: 


Ordinarily, the person from whom the goods are received for 
shipment assumes the obligation to pay the freight charges; and 
his obligation is ordinarily a primary one. This is true even where 
the bill of lading contains, as here, a provision imposing the liability 
upon the consignee. For the shipper is presumably the consignor; 
the transportation ordered by him is presumably on his own be- 
half; and a promise by him to pay therefor is inferred (that is, im- 
plied in fact), as a promise to pay for goods is implied, when one 
orders them from a dealer. But this inference may be rebutted, as 
in the case of other contracts. It may be shown, by the bill of 
lading or otherwise, that the shipper of the goods was not acting 
on his own behalf; that this fact was known by the carrier; that the 
parties intended not only that the consignee should assume an 
obligation to pay the freight charges, but that the shipper should not 
assume any liability whatsoever therefor; or that he should assume 
only a secondary liability. 


As the court points out, the consignor may, under the 
provisions of section 7 of conditions and clause on the face of 
the bill of lading, relieve himself of all liabliity for freight 
charges. 

There has been no decision of the Supreme Court which 
is directly in point; that is, one which decides definitely that 
a bill of lading which names one party as the consignee and 
another party as the consignor and in which the no recourse 
provision has not been executed, does or does not release the 
consignor from liability for all or any part of the charges, 
if the goods are delivered to the consignee without collection 
of the full amount of the freight charges. 

The fact that you were required to prepay the shipment 
does not, in our opinion, enter into the question of your lia- 
bility for the reason that the carrier may always require pre 
payment and that the billing of the shipment with charges 
collect does not in itself release the consignor from liability 
therefor. See, in this connection, our answer to Ohio, on page 
471, of the February 27, 1932, Traffic World, under the above 
caption. 

Tariff Interpretation—Cross-Reference 


Georgia.—Question: Agent J. H. Glenn’s Eastbound Port 
& Interior Points Tariff, ICC A-737, publsihes on page 340, rates 
on granite or stone, as per Item 3735, to points taking Rate 
Basis No. 1. Page 340 reads, “Granite or stone, rough qual- 
ried, or sawed, C. L., as per Item 3735.” By referring to Item 
3735 you will note that this refers only to less carload ship 
ments. This was simply a typographical error in showing the 
rate as carload and Supplement 29 to the tariff makes this 
correction. The rate from A to X & Y is 56 cents per hun- 
dred pounds. (X and Y both taking Rate Basis No. 1.) Paste 
148 shows that rates on granite or stone as per Item 3735 
to points taking Rate Basis No. 1 are subject to Rule 77 of 
ICC Tariff Circular No. 20. Rule 77 being canceled October 10, 
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1930, and substitution therefor of Rule 27, which reads in part 
as follows: 


All rates named in tariff, as amended, which make references to 
rule 77 are hereby’ made subject to the provisions of items 415-A 
and 416 of supplement 29, to exactly the same extent that such rates 
heretofore have been subject to rule 77. 


Item 416 of Supplement 29 reads: 


Applicable only in connection with rates making specific reference 
to this item. 


It is true that Supplement 29 which carries the correct 
wording in showing less carload instead of carload rates from 
A to X and Y does not make specific reference to the inter- 
mediate rule in Item 416, but it is my opinion that when Rule 
77 was canceled the wording was sufficient to construe it as 
making specific reference to Item 416. 

The question is—will Item 416 apply or will it not apply, 
no specific reference being made to same? 

Answer: It is true that Item 416 containing the intermediate 
rule does state that it applies “only in connection with rates 
making specific reference to this item,” but it does not specify 
the manner in which such reference shall be made, other than 
that it shall be specific. Supplement 27, in our opinion, could 
not be more specific in referring to Item 416 than as it actually 
reads. By its own terms it attaches to each and every rate 
item which has been, prior to September 9, 1930, subject to 
Rule 77. It is the connecting link through which cross-refer- 
ence is made by the rate in question and Item 3735, on the 
one hand, and the intermediate rule on the other. Our view 
is, therefore, that the intermediate rule is applicable in con- 
nection with the 56c rate. Supplement 27 has for its sole pur- 
pose the substitution of the intermediate rule where Rule 77 
had theretofore been applicable. This purpose could have been 
accomplished by reproducing all Rule 77 rates and publishing 
a specific cross-reference in connection with each to Item 416. 
We see no reason, however, why all such rates and rate items 
could not -be made subject to Item 416 in a collective provi- 
sion stating that all such rates are subject to that Item, and 
that is what Supplement 27 does. 


Freight Charges—Liability of Consignor Where Consignee Pays 
Freight Charges But Does Not Take Possession of Goods 


Missouri.—Question: We would appreciate your giving us 
an answer to the following question: 

In November we made a shipment on an order bill of lading, 
consigned to our order, to a customer at Denver, Colorado. After 
the shipment arrived at destination, the consignee let it lay 
at the freight house without taking up the bill of lading for 
about a month, and late in December the draft was paid and 
the bill of lading was taken up; however, the shipment was left 
at the freight house. 

In March we received a notice from the railroad company 
stating that the shipment was still on hand and accruing stor- 
age charges. We immediately responded, notified them that 
we had no interest in the shipment as the ownership was now 
vested in the consignee, and requested them to take up the 
matter with him in an attempt to get it straightened out imme- 
diately and cease further storage charges. March 26 we again 
notified them that we were not the owners and asked them to 
dispose of the material as promptly as possible, giving them 
the invoice value of it. 

What, in your opinion, is our liability for the storage 
charges? It is our contention that we are liable for the freight 
charges as long as the consignee does not accept the shipment 
and for the portion of the storage charges up to the day on 
which the bill of lading was accepted and the draft paid by 
the consignee, provided the carriers have complied with the 
rules of notice on unclaimed shipments. The balance of the 
storage is chargeable only to the consignee on the ground that it 
is his shipment and he is solely responsible for the accruement 
of the storage charges, his act having intervened to divest us 
of any interest in the shipment; and, in fact, if we had inter- 
posed, we would have been liable in conversion for the full 
invoice value, and that the carrier was placed in possession of 
the knowledge as to the true ownership and that the failure 
to dispose of the material was at the carrier’s own election, 
and the negligence in this respect cannot be overlooked, thus 
affording the carrier the right to hold the shipment indefinitely 
and charge us storage throughout, we being precluded from 
exercising any jurisdiction over the shipment or by any act 
of ours terminate the possession of the shipment by the carriers. 

Answer: There is no contractual relation between the car- 
rier and the consignee by the mere designation of the latter as 
consignee which obligates him to receive the goods or to pay 
the freight charges. However, the receipt of the goods by the 
consignee constitutes an implied promise to pay the freight 
charges thereon. 

The consignor, however, as the party who entered into the 
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contract of shipment with the carrier, is ordinarily primarily 
liable for the payment of the freight charges, his liability being 
separate and distinct from that of the consignee, who, by ac. 
cepting the goods, obligates himself to pay the charges. 

As to storage charges accruing at point of destination by 
reason of delay on the part of the consignee in taking delivery 
of goods, the consignee being the party in fault becomes liable 
therefor. Where, however, the goods are not accepted by the 
consignee, the consignor is liable for demurrage charges. See 
Bewley-Darst Coal Co. vs. W. & A. R. R. Co., 87 S. E. 703; 
Baltimore, etc., R. Co. vs. Luella Coal Co., 81 S. E. 1044. 

In the instant case, the consignee, by the payment of the 
freight charges, claimed the shipment, even though possession 
remained with the carrier. There was, however, no actual de- 
livery of the shipment. See Southern Ry. Co. vs. Prescott, 240 
U. S. 632, 36 S. Ct. Rep. 469, in which case the Court said: 


It is apparent that there has been no actual delivery of the 
nine boxes. The payment of the freight had no greater efficacy 
than if it had been made in advance of the transportation. The giv- 
ing of a receipt for the goods by the consignee did not alter the 
fact that they were still held by the railroad awaiting actual delivery, 
The transaction at most could not be deemed to accomplish more than 
if the parties had agreed that until such delivery the goods should 
be held under a special contract—in lieu of the prescribed conditions, 
and this they could not effect without violating the act which goy- 
erned the shipment. It could not be said, for example, that while 
under the filed regulations the railway company was to make a 
“reasonable charge for storage’’ pending delivery that it would 
agree with a particular shipper, or consignee, to hold gratuitously; 
nor could it alter the terms of its responsibility while the goods 
remained undelivered. The actual service in holding the goods con- 
tinued and we must look to the bill of lading to determine the legal 
obligation attaching to that service. 


We can locate no cases specifically in point, although in 
Vanderbilt vs. Planters Oil Mill & Gin Co., 106 Sou. 14, and 
Davis vs. Lancaster Oil & Gas Co., 17 S. E. 692, it was held that 
the party causing the accrual of demurrage charges is liable 
therefor. The same principle should be applicbale in the case 
of storage charges. 


Shipping—Damages—Released Valuation 


Washington.—Question: Below are clauses appearing in 
Rule 20A of the Coastwise Freight Bureau’s Tariff covering a 
movement of freight from California ports to northern ports 
relating to the matter of limiting liability: 


(b) Shippers may, at their option, take advantage of the higher 
rates provided under paragraph (c) and (d) of this rule. Unless 
shipper specifically declares and has written in the bill of lading the 
value of the goods and pays or agrees to pay freight at the higher 
rates provided in paragraph (c) or paragraph (c) and (d) it shall be 
deemed that the shipper elects that goods be carried at the lower 
class and/or commodity rates and agrees that for the purpose of 
computing any liability of carrier for loss or damage, whether total 
or partial and though occasioned by or during deviation or change 
of voyage, the value of the goods shipped shall be as stipulated in 
individual carrier’s bill of lading. 

(c) Shipments with declared valuation in excess of individual 
earrier’s bill of lading limit of value but not exceeding invoice value, 
will be charged in addition to the class or commodity rates named 
herein an additional charge of ten cents per $100 for each $100 or 
fraction thereof in excess of individual carrier’s bill of lading limit 
of value. 

(d) Shippers desiring to recover, in the event of loss and/or 
damage claims on the basis of market value, or replacement value, 
or resale value, or destination value, when in excess of the invoice 
value at point of origin, must so declare on the bill of lading and pay 
a charge of ten cents per one hundred pounds in addition to the 
class and commodity rate applicable, but unless otherwise agreed 
the declared value provided for in this paragraph shall not exceed 
$100 per package unless shipper has made a declaration of value in 
excess of $100 per package as provided for in paragraph (c) above. 


It so happens that we have merchandise that exceeds one 
hundred dollars ($100.00) per package. Are we compelled to 
pay a higher rate in order to be sure that we receive full com- 
pensation in case of loss or damage? 

We would appreciate it if you would comment on this, 
taking into consideration that this is port to port business that 
we have in mind and not a movement that is destined to points 
beyond the port which is covered by a tariff filed with the 
Commission. If carriers can limit their liability on port to 
port business, can they do it on business destined to points 
beyond where its regulation is a little different than that gov- 
erning their port to port rates? 

Answer: Generally the measure of damages for loss of 
goods by carrier is their value at the destination to which it 
undertook to carry them. St. Johns, N. F., Shipping Corp. VS. 
S. A. Companhia Geral, etc., 263 U. S. 119, 44 S. Ct. 30. 

In The Merauke, 31 Fed. (2d) 974, the court had before it 
a bill of lading reading: 


Also that it is mutually agreed that unless a higher value be 
stated herein, the value of the property hereby receipted for does 
not exceed $100 per package, and that the freight has been adjusted 
on such valuation, and no oral declaration or agreement shall be 
evidence of a different provision or of a waiver of this clause. In 
computing any liability for negligence or otherwise by the ship- 
owner as carrier or otherwise regarding any prope:ty hereby re- 
ceipted for, no value shall be placed on said property higher than 
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the invoice cost, nor exceeding $100 per package (or such other 
value as may be expressly stated herein) nor shall the shipowner be 
held liable for any profits or consequential or special damages and 
the shipowner shall have the option of replacing any lost or dam- 
aged goods. 


In holding the limitation void, the court said: 


It is well settled law that, in the absence of any stipulation to 
the contrary, a carrier’s liability for loss of goods is measured by 
the market value of the lost goods at the port of destination on 
the date when they should have arrived. St. Johns, N. F., Shipping 
Corp. vs. Companhia Geral, etc., 263 U. S. 119, 44 S. Ct. 30, 68 L. 
Ed. 201. This is just. Had the contract for transportation been 
carried out, the shipper would have had the value of his goods 
at that time and place, less the freight paid. His loss by the 
carrier’s breach of contract is the difference between what his posi- 
tion would have been had the contract been performed, and his 
situation as it is. It is equally well settled that a stipulation limiting 
the carrier’s liability for the consequences of its own negligence to 
an agreed valuation of $100 per package is invalid, unless considera- 
tion for the limitation is given by offering the shipper a choice of 
rates between limited and unlimited liability. Union Pac. R. R. Co. 
vs. Burke, 255 U. S. 317, 41 S. Ct. 288, 65 L. Ed. 656; Lawrence Leather 
Co. vs. Compagnie Generale, 18 Fed. (2d) 930 (C. C. A. 2). The libel- 
ant contends that the same principal is equally applicable to a stipula- 
tion which attempts to restrict the shipper’s recovery to invoice cost 
of the lost goods. 

Viewing the question without reference to authority, we think 
this contention is right. Whether the maximum liability is limited 
to a stated sum per package or to the invoice cost, the attempt is 
to put a limitation upon the carrier’s liability for the consequences 
of its own negligence. One method is perhaps a little less arbitrary 
than the other, but each attempts to say that the shipper shall not 
recover the full measure of the loss he has sustained. Why should 
the carrier be permitted to say this, unless the shipper is offered 
some advantage in return, as by giving him an alternative freight 
rate, or by agreeing to accept the invoice cost as the measure of 
the value of the goods at point of destination? The clause in ques- 
tion fixes no agreed value, but is solely for the benefit of the carrier. 
If the question is res integra, we should say that the public policy, 
which forbids limitation in the one case, forbids it in the other. 


The provisions of the P.C.F.T.D. No. 4, are, however, not 
subject to the objections raised in the above case in that they 
contain an alternative rate and are therefore binding upon the 
shipper. Under the decision in Reid vs. Fargo, 241 U. S. 544, 
36 S. Ct. 712, which holds that a steamship company may, by 
stipulation in its bill of lading, limit its liability to $100, unless 
a greater value is declared and such extra freight as may be 
agreed upon is paid. 

That a limitation of recovery to the invoice value is also 

valid is the implication contained in the decision in Philippine 
Refining Corporation vs. United States, 33 Fed. (2d) 974, and 
is the holding in Olivier Straw Goods Corporation vs. Osaka 
Shosen Kaisha, 42 Fed. (2) 717. 
However, the provision in paragraph (b) reading, “and 
though occasioned by or during deviation or change of voyage” 
is, under the decision in S. S. Willdomino vs. Citro-Chemical 
Co., 272 U. S. 725, 47 S. Ct. 262, void. 


Limitation of Actions—90-Day Extension Period 


Texas.—Question: Referring to your answer to Minnesota 
under the above caption, appearing on page 1207 of the June 4 
issue of the Traffic World. You state in your answer that a 
carrier is precluded from paying subsequent to the three year 
period of limitation, claims filed either within or subsequent 
to the three year period. My understanding is that if a claim 
is filed within season of the statute, its payment may be made 
in subsequent period, that is to say, the restriction applies 
against claims filed in subsequent period. Please review fur- 
ther and advise. 

Answer: The second paragraph of our answer, to which 
you refer, should have contained the following statement: 


Unless within the three year period the claim has been presented 
to the Commission or to a court of competent jurisdiction in accord- 
ance with the applicable provisions of the act. 


With this qualification, our answer is, we believe, in ac- 
cordance with the law, as interpreted by the Commission, 


Cars—Furnishing of 


Illinois—Question: Some carriers publish provisions ap- 
plying on freight shipped in cars of greater or less capacity 
than ordered, either in their individual tariffs, or in tariffs pub- 
lished by their agents. 

Some of the provisions referred to carry a clause, worded 
somewhat as follows: 


In no case must shipments be billed on minimum weights pre- 
scribed for a car of less capacity or length than in general service. 


Has the Commission ever had before it such provisions for 
consideration, and have they stated what the term “general 
service” means? One carrier may have box cars of 50,000 lbs. 
capacity, another nothing less than 80,000 lbs. capacity. Could 
it be said that the 50,000 lbs. capacity car was one in “gen- 
eral service”? 

It seems to us that the rule should state specifically that 
orders would not be accepted for cars of less than a certain 
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stated capacity or length, but if the Commission has at any 
time found a rule such as this a reasonable one, then there 
would seem to be no reason why it should be changed. 

Answer: We can locate no decision of the Commissiop 
which passes upon a provision in a tariff such as that quote 
by you in the second paragraph of your letter. However, in 
General Chemical Co. vs. N. & W. Ry. Co., 15 I. C. C. 349, the 
Commission said: 


The rate as published amounts in substance to an offer to the 
shipping public by the three carriers forming the through route and 
naming the joint through rate to transport sulphide of iron between 
the points in question in any car of recognized standard dimensions 
or capacity that the shipper may demand if suitable for the car. 
riage of the commodity that he has ready for shipment. This offer 
the law requires the carriers from every point of view to make 
good; and if a car of a particular standard size or capacity is 
not available upon the reasonable demand of a shipper for a car 
of that size, it is the duty of the carriers nevertheless to accept and 
carry the shipment in any car or cars that are available for the 
movement, assessing the charges on the basis of the marked capacity 
of a car of the dimensions or capacity demanded. It is scarcely 
necessary to observe that it lies within the power of carriers to pro- 
tect themselves against unreasonable demands by shippers under 
such a rule by confining its operation, under proper notice in their 
tariffs, to cars having a marked capacity between certain maximum 
and minimum limitations. An analogous question arose in Pacific 
Purchasing Company vs. Chicago & Northwestern Railway Con- 
pany, 12 I. C. C. Rep. 549, and the ruling then made would seem 
to control here. 


See, also, Feltus Lumber Co. vs. G. N. Ry. Co., 51 I. C. ¢. 
571 on page 575. 


Tariff Interpretation—Application of Minimum Transit Rate to 
Shipments Milled at Off-Route Stations 


South Dakota.—Question: We ship a carload of flax from 
Hendricks, Minn., to Brookings, S. D., and pay a rate of 18%c. 
The flax is cleaned and later billed to Minneapolis, Minn. Now 
we find according to C. & N. W. G. F. D. 11475 L that the flax 
rate from Hendricks, Minn., to Minneapolis is but 16c per cwt. 
C. & N. W. G. F. D. 14000 J provides transit at a back-haul 
charge of 3c per cwt. Therefore if it costs 16c from Hendricks, 
Minn., to Minneapolis, plus 3c back-haul or 19c through, the 
question is what is the correct balance? 

Answer: Item 803, page 61, C. & N. W. Tariff 14000-J, ICC 
9946, authorizes the cleaning in transit of flaxseed at Brook- 
ings, S. D., when originating at Hendricks, Minnesota, and re- 
shipped from Brookings to Minneapolis, involving a back-haul 
of 74 miles. Item 803 states that the basis for transit at Brook- 
ings will be the transit rate plus back-haul charges as per Rule 
12, the latter rule providing for a charge of 3c for this distance, 
The tariff plainly states that the back-haul charge will be in 
addition to the transit rate. The transit rate is outlined in 
Rule 6. Rule 6 states that, except as otherwise provided, the 
transit rate will be the rate from origin to transit destination, 
which in this case would be 16c, but Exception No. 2 to this 
rule states that there is a minimum rate which must be’ ob- 
served, and that is the rate from origin to transit point. The 
minimum rate cannot be made up by adding the back-haul 
charge to the through rate origin to destination. The mini- 
mum rate is the rate to the transit point where it is higher 
than the through rate from origin to destination, and as stated 
above, the back-haul charge must be added to the transit rate. 

In our opinion, therefore, the minimum rate of 18%c origin 
to mill point must be observed, to which is to be added the 
back-haul charge. As the minimum rate into the transit point 
was paid on the inbound movement the balance out will be 
the back-haul charge of 3c. There is no tariff authority for 
adding the back-haul charge to the through rate from origin 
to destination and deducting from that the amount paid into 
transit point to arrive at a balance out of the transit point. 

In Wichita Flour Mills Co. vs. A. T. & S. F., 156 I. C. C. 799, 
a similar tariff provision was before the Commission. The 
tariff provided a minimum rate provision on shipments transited 
at back-haul points thus: The rate from origin to final destina- 
tion, the rate from origin to transit point, or the rate from 
transit point to transit destination, whichever is the higher, 
will be the through transit rate to apply, to which will be 
added the charge for back-haul. The rate from transit point 
to ‘transit destination was the higher. It was assessed, and 
against it was credited the amount paid from origin to transit 
point, thus arriving at the rate balance from the transit point. 
To this rate balance was added the charge for back-haul. The 
Commission held charges were properly assessed. 


Tariff Interpretation—Minimum Weight in Connection with 
Arbitraries 


Virginia.—Question: I am enclosing a question similar, 
though not identical with the question from New Jersey, on 
page 895 of the April 23, 1932, Traffic World, under the above 
caption, because the phraseology of the tariff invoked in the 
enclosed question is very much dissimilar from the wording of 
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“| When Fast Freight >and 
“| will increase your Profits - 


| SHIP ViA PEORIA GATEWAY 


The new trend in buying commodities—smaller lots, smaller 
inventories—makes time a bigger factor than ever in the 
shipment of goods. Make certain of the quickest arrival of 
your shipments at destination. 


Route bill of lading via P. & P. U. Ry. and Peoria, 
Illinois. Intermediate switching charges absorbed by line- 
haul carriers. Peoria rates apply to all industries in Peoria 
and Pekin switching district. Excellent icing facilities. 
Passing reports furnished. 


Efficient Switching Service Between the Following Carriers: 


Peoria and Pekin Union Railway 

Alton R. R. Company 

Atchison, Topeka & Santa Fe Railway Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


- & E.) 
Illinois Central Railroad Company 
Illinois Terminal Company 
Inland Waterways Corporation 
Minneapolis & St. Louis sa 5 Company 
New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


For full particulars, write E. F. Stock, Traffic Manager, 
Peoria and Pekin Union Railway, Union Station, Peoria, 
Illinois. 


| PEORIA » PEKIN 
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UNION RAILWAY 


THE LINK CONNECTING FIFTEEN RAILROADS AT THIS POINT WHERE RATES BREAK 
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the tariff carrying the Kenwood, Md., to Peoria, Ill., rate, mini- 
mum weight and arbitrary. 

Recently my attention was called to charges on 48,000 
pounds of soda ash, in bulk, in bags, from Albany, N. Y., to 
Cleveland, Minn., which was figured as follows: 


48,000 lbs. (actual weight), 37% cents per 100 lbs., minimum 
weight 50,000 lbs., $187.50; 48,000 lbs. (actual weight), 9% cents per 
100 Ibs. at 48,000 Ibs., $45.60. Total, $233.10. 


Soda ash, on page 24 of Agent Curlett’s Tariff No. 42, 
I. C. C. A-172, takes rate group No. 1, carload minimum weight 
50,000 pounds. Albany, N. Y., station No. 22850 takes Albany 
Rate Basis. Cleveland, Minn., C. M. St. P. Ry. station No. 9950 
takes Rate Basis, Note No. 29. On page No. 185 of the tariff 
named, note No. 29 states: “Rates to the following points will 
be subject to arbitraries named below in addition to the rates 
applicable to St. Paul, Minn. (Rate Base No. 100), named here- 
in.” In Note No. 29 supra, the Cleveland sixth class arbitrary 
is 914c per 100 pounds over St. Paul, and, it is also stated in the 
note that the arbitrary is “Governed by Official Classification.” 


Reverting to page No. 225 of the tariff cited, the rate from 
Albany, N. Y., to Rate Basis No. 100 for commodity rate group 
No. 1 is found to be 37%c per 100 pounds. Therefore, there is 
a specific method prescribed for constructing a through com- 
modity rate of 47c per 100 pounds on soda ash from Albany, 
N. Y., to Cleveland, Minn., minimum weight of 50,000 pounds 
from Albany to St. Paul at 37%c per 100 pounds, and 9%c per 
100 pounds from St. Paul to Cleveland at actual weight of 
48,000 pounds. Page No. 223 of tariff named states, “Section 
1.—Commodity Rates,” alternate with “Section 2.—Class Rates,” 
as stated at page No. 259. Reverting to page No. 270, it will be 
found that the sixth class rate from Albany to St. Paul (station 
No. 9967) is 41%4c per 100 pounds, which plus the sixth class 
arbitrary of 9144c per 100 pounds specified in Note 29, yields a 
specific method of making a through class rate of 51c per 100 
pounds, at Official Classification minimum weight of 40,000 
pounds. It will be seen that with the use of the basis pre- 
scribed in commodity section 1, the aggregate charges on the 
particular shipment would amount to $233.10 as against aggre- 
gate charges of $244.80, authorized by the use of section 2. 
Therefore, the basis prescribed in Section 1 predominates. 


However, the cover page of the tariff states, “Governed, 
except as otherwise provided herein, by the Official Classifica- 
tion, I. C. C. No. 48, C. R. C. O. C. No. 48 (F. W. Smith, Agent), 
supplements thereto or reissues thereof.” It will also be noted 
on page 185 that all arbitraries to all points of destination 
“Class and Commodities, Except Coffee, C. L.,” are “Governed 
by Official Classification” and the rates are shown in cents per 
100 pounds. The carriers contend the correct charges on the 
specific shipment amounted to $235, based on a minimum weight 
of 50,000 pounds at rate of 47c per 100 pounds. However, the 
shipper takes the position relative to the correct charges and 
the interpretation of the tariff, that the correct charges are 
$233.10, and that by virtue of the reinstatement of the clause 
on page 185, “Governed by Official Classification,” the arbitrary 
from St. Paul, Minn., to Cleveland, Minn., of 9%c per 100 
pounds is subject to the classification minimum weight of 
40,000 pounds, or in this particular instance computation of 
freight charges should be based on actual weight of 48,000 
pounds. 

It is my view that the example defined herein constitutes 
an entirely different one from that considered by you as coming 
from New Jersey at page 895, issue of April 23rd, and in view of 
this thought your further comment is solicited. 

Answer: In our opinion there is no difference in principle 
between the situation described in New Jersey’s question, and 
the instant question. In Curlett’s ICC A-306, involved in New 
Jersey’s question, Note 37 reads: 


Rates will be made by adding the following arbitraries to the 
rates apply from Baltimore Rate Basis: 


—Classes— 
| 2 3 4 5 6 Rule 25 Rule 26 


4 4 2 2 2 2 3% 2 


The title page of the tariff shows that the foregoing arbi- 
traries are governed by the Official Classification. 
In Curlett’s ICC A-172, Note 29 states: 


Rates to the following points will be subject to arbitraries named 
below in addition to the rate applicable to St. Paul, Minn., Rate 
Basis 100, named here: 


Classes (Governed by Official Classification) 
1 2 3 4 5 6 Rule 25 Rule 26 


31% 27 20% 14% 9% 9% 23 16% 


In the instance of New Jersey the rate from Baltimore was 
a specific commodity rate inseparably connected with a specific 
commodity minimum; in the instant case the rate to St. Paul is 
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a specific commodity rate inseparably connected with a specific 
commodity minimum. In both cases class arbitraries, governed 
by the Official Classification, are to be added to the base rates, 
The classification is necessary to separate the arbitraries ac. 
cording to commodities; it is not necessary to set up a mini. 
mum rate to go with the arbitraries. We think it would require 
an express statement of an arbitrary minimum if the specific 
base minimum were to be displaced. In the absence of such 
specific arbitrary minimum we believe we must look at the 
total rate as being controlled by the commodity application of 
the tariff; “Soda ash, minimum weight 50,000 pounds,” which 
means, we believe, that wherever a through rate on soda ash 
is provided in these tariffs, the minimum will be 50,000 pounds, 
unless expressly provided to the contrary. 


Liability of Shipper for Injury Caused by Trucking Company 


Washington.—Question: Advice has reached us indirectly 
more or less from a hearsay source that shippers using what 
is known as “Wild Cat” trucks are subject to joint liability with 
the truck owner in case damage is done to property or persons, 

Certain shippers demand that we favor their friends who 
are operating trucks without a certificate and we entertain the 
opinion that we might be brought into a lawsuit in case the 
“Wild Catter” with his truck did not carry public liability in- 
surance sufficient to protect the amount sued for. 

We presume that this theory is based on the fact that the 
agent of a company is liable with his company. 

If we have not made this matter clear, we would be pleased 
to hear from you. 

Answer: If you do not operate the truck you would not be 
liable for injury to person or property caused by one who does 
operate it. In order to hold you liable for such injury, a 
plaintiff would have to establish the relationship between you 
and the truckman of master and servant. The master is liable 
for the acts or neglect of his servant within the apparent scope 
of his authority. If in delivering by truck you should hire the 
trucker, exercise complete control over him, direct all his move- 
ments, leaving nothing to his discretion, in other words, reduce 
him to your employ, then you would be liable for injuries 
caused by him while acting within the authority conferred by 
you upon him. McElwrath vs. Dixon, 49 S. W. (2d) 995. Merely 
contracting with a truckman to haul your goods to a certain 
place and deliver them does not make the truckman your ser- 
vant, and this is so whether the truckman is a common carrier 
or a contract or private carrier. It depends upon the nature 
of the relationship existing between you and the truckman as 
to whether you would be held liable as principal or master. 





Personal Notes 





John J. Angell, for many years connected with the A. J. 
Ribe Traffic Bureau, Birmingham, Ala., is now commercial agent 
for the Georgia and Florida Railroad, covering Alabama, and 
is also general agent in the southeastern territory for the 
Chicago, Attica and Southern. 

J. J. Suess has severed his connection with Mercer Trans- 
fer and Storage Company, Burlington, Ia., to become traffic 
manager of the Tri-City branch of Central Freight Lines, 

L. W. Land has been appointed southwestern freight agent, 
B. & O., at Dallas, succeeding F. G. Stebbins, promoted. C. P. 
Bauchens has been appointed division freight agent, B. & 0, 
at Chillicothe, O., succeeding Mr. Land, promoted. F. G. Steb- 
bins has been promoted to district freight agent at Columbus, 
O., succeeding Mr. Bauchens. 

W. McN. Knapp, formerly freight traffic manager, has been 
made traffic manager of the Central of Georgia, succeeding Noel 
B. Wright, who died. 

John M. Flynn, formerly with the Cotton Belt, has been 
named general agent of the Chicago, Springfield and St. Louis 
Railway at New Orleans. 

Earl Connelly, formerly with the traffic department of the 
Milwaukee in Seattle, has been made solicitor in charge of 
traffic for the Beardmore Highway Express, Inc., there. 

Harry F. Masman has been appointed district manager, at 
Buffalo, of the Trunk Line Freight Inspection Bureau, and agent 
of the Buffalo Transit Accounting Bureau, succeeding John T. 
Smith, who died. 

A. A. Tisdale, general manager of the Western Region, 
Canadian National, has been retired on pension at his own 
request, on account of ill health. He had been with the company 
for more than forty years. 

The jurisdiction of R. A. Feldes, general industrial agent, 
and of G. E. Smith, industrial agent, Indiana Harbor Belt, the 
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Did you know... 


—that Porto Rico with 1,500,000 
population did 50% more business 
with the United States than Brazil 
with 40,000,000 people? 


—that there are no tariffs or mone- 
tary changes to affect trade with 
Porto Rico? 


—that there are weekly sailings to 
Porto Rico from Houston? 


“2:2 ¢ 2 2 & @ 


Porto Rico is a prosperous island in 
spite of its small size—due mainly to 
the valuable production of sugar, 
tobacco and citrus fruits, of which it 
sells to the United States alone some 
$95,000,000 worth. 


There is practically no manufacture 
done on the island and all finished 
goods are imported—which means a 
fertile field for manufacturers who 
are awake to opportunity. 


HOUSTON 


enjoys a rate differential that means 
real savings; and weekly steamship 
service to San Juan puts this market 
almost at your door. 


FOR MORE INFORMATION ON THIS 


VALUABLE MARKET 
WRITE 


Director of the Port 


J. Russell Wait 
HOUSTON - TEXAS 
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Chicago River and Indiana, and the Chicago Junction has beep 
extended to include the New York Central, the Michigan (Cep. 
tral, and the Big Four. 

W. C. Sauer, formerly with the Koehring Company, has 
been made general agent, with headquarters at Milwaukee, of 
Convoy Motor Freight, Inc. 





Doings of the Traffic Clubs 





At a luncheon meeting at the Henry Grady Hotel July 1 
the Traffic Club of Atlanta will have as its speaker Marion M. 
Caskie, general manager, Alabama State Docks Commission, 
Mobile, Ala. His subject will be “The Public Waterfront Ter. 
minal.” Entertainment will be provided by the Traffic Club 
Quartet. 





The Portland (Ore.) Transportation Club gave a dance 
aboard the Battleship Oregon July 8. Members of the Portland 
Industrial Traffic Club were invited. 





The Traffic Club of Chicago will hold its second golf outing 
of the season at the Hinsdale Golf -Club July 28. An all-day 
program has been arranged, including luncheon and dinner, 
with prizes for members and guests. 





The eighth annual golf outing of the Traffic @lub of South 
Bend will be given at the Coquillard Golf Course July 28, 
Luncheon and dinner will be served and there will be games and 
entertainment for the non-golfers. Winners at golf will re 
ceive their prizes as a part of the dinner program. 





The annual picnic of the Transportation Club of St. Paul 
will be held at Wildwood July 19. The program includes free 
entertainment for the children and a picnic supper. 





Luncheon meetings of the New Orleans Traffic Club have 
been suspended for the summer. 





The Los Angeles Transportation Club, Women’s Traffic Club 
of Los Angeles, Rail and Water Club, and the Foreign Trade 
Club of Los Angeles will have a joint “picnic and get-together” 
at the Valley Park Country Club July 9. Golf, tennis, swimming, 
and other sports will be supplemented by bridge and dancing. 





Members of the Women’s Traffic Club of San Francisco 
entertained the Northern District of the Business and Profes- 
sional Women at dinner and a theater party June 24. There 
were more than a hundred guests. 





H. G. Taylor, manager public relations, car service divi- 
sion, American Railway Association, will speak at a meeting 
of the Birmingham Traffic and Transportation Club at the South- 
ern Club July 12. 





The Traffic Club of Newark will have a golf outing at the 
Shackamoxon Country Club, Westfield, N. J., July 12. 

No meetings of the Pacific Traffic Association will be held 
in July. 





Golf and other sports make up the principal part of the 
program for the annual outing of the Traffic Club of Erie to be 
held at the Lakeside Hotel, North East, Pa., July.14. Dinner will 
be served in the evening. 


PACKING AND SHIPPING EXPOSITION 


The third annual packaging exposition, in the Hotel Penn- 
sylvania, New York, March 7, 1933, a four-day display of the 
latest advances in the technique and economics of modern pack- 
aging and shipping, has been announced by the American Man- 
agement Association, according to Irwin D. Wolf, secretary of 
Kaufmann Department Stores, Inc., Pittsburgh, chairman of the 
packaging exposition council of the association. The exposition, 
as in previous years, will be concurrent with a succession of 
daily conferences and clinics, dealing with consumer marketiné, 
packaging, packing and shipping, it is stated. Preliminary exPo- 
sition arrangements have already been completed and there are 
advance indications of widespread interest, Mr. Wolf said. Com- 
panies that are members of the American Management Ass0- 
ciation are already making booth reservations and will have 
priority in this privilege until August 1, he said. 
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Billions of Dollars 


for 


dependable employment 


ARGE sums of money have been mobi- 
lized through the open market opera- 
tions and the loan and discount facilities of 
the Federal Reserve Banks, and by loans 
through the Reconstruction Finance Corpo- 
ration. 

Here is a great credit reserve—totalling 
billions of dollars—awaiting dependable 
employment. 

Just as fast as suitable jobs can be found 
for this credit, confidence will be strength- 
ened, trade will quicken, and men will be 
returned to work. 

To help speed the effective employment 
of this huge army of credit dollars, commit- 
tees of leading industrialists and bankers 


* 


* 


have been appointed by the Governors of 
the twelve Federal Reserve Banks—Boston, 
New York, Philadelphia, Cleveland, Rich- 
mond, Atlanta, Chicago, St. Louis, Dallas, 
Kansas City, Minneapolis and San 
Francisco. 

Like the divisional staffs of a great army, 
these committees will work to consolidate 
our position, and straighten and strengthen 
our lines, so that a broad advance can be 
made. 

Theirs is no simple task, but the readiness 
with which these industrial and banking 
leaders are joining together, and cooper- 
ating with national authorities, is a very 
encouraging factor in the present situation. 


* 


Housing Construction — An Opportunity 


In previous depressions, a resumption of construction activity has 
been an important and vital factor in encouraging and stimulating busi- 
ness improvement. It assures employment of large numbers of men, 
not only directly, but also in the industries of supply. 

There is undeniably an opportunity in many communities for con- 
struction of homes on a sound and economic basis, as well as a definite need 
for home repairs and improvements, and these matters will undoubtedly 


have early consideration. 


The bringing together of worthy domestic building projects and sub- 
stantial financing is typical of the many possibilities for beneficial action 
open to these committees in a wide range of fields. 


The National Publishers’ Association 


“As the most nearly self-contained nation, we have within 
+ ” 
our own boundaries the elemental factors for recovery. 


(From the Recommendation of the Committee on Unemployment Plans and Suggestions of the President’s Organization on Unemployment Relief) 
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Digest of New Complaints 





No. 25351. California Packing Corporation, San Francisco, Calif., vs. 
me Ke Ss. F. 
Assails charge of $1 a car on freight shipped to or from com- 
plainant’s plant in San Francisco, from or to points without 
California, and moved between complainant’s plant and de- 
fendant’s car ferry slips, in addition to freight charges for line 
haul from point of origin or destination to or from San Fran- 
cisco, as in violation of first three sections of act, as compared 
with charges for rendering persons service at defendant’s team 
track. Asks reparation. 
No. 25351, Sub. No. 1. Same vs. Western Pacific. 
Similar complaint and prayer. ; 
No. 25351, Sub. No. 2. Same vs. Southern Pacific. 
Similar complaint and prayer. ; : F 
No. 25352. Atmospheric Nitrogen Corporation, New York, N. 
N. & W. et al. fj ' 

Unreasonable rates and charges, various articles, to, and/or from 
its plant at Hopewell, Va., and to and/or from other points. Asks 
cease and desist order and reparation to basis of joint through 
rates subsequently established. es : 

No. 25353, Sub. No. 1. Northwest States Utilities Co., Minneapolis, 
Minn., vs. G. N. et al. , 

Same and complaint and prayer, as to shipments from _Richard- 
ton, N. D., to Galta, Mont., and from Cartwright and Williston, 
N. D., to Devon, Mont. oe, ; 

No. 25353, Sub. No. 2. Montana-Dakota Utilities Co., Minneapolis, 
Minn., vs. N. P. ; 

Same complaint and prayer as to shipments from Savage and 
Glendive, Mont., to Belfield, N. D. 

No. 25359. East Texas Refining Co., Dallas, Tex., vs Alabama Central 
et al. 

Rates in violation sections 1 and 3, petroleum products, Long- 
view, Tex., to points in southeastern territory, as compared with 
rates from Shreveport, La., Eldorado, Ark., New Orleans district 
of Louisiana and points in Okla. and Tex. Asks rates. 

No. 25354. a Seed Co. et al., Lawrence, Kan., vs. A. T. & 
Ss. F. et al. 

Unreasonable charges, sweet clover seed, points in Kan., Colo., 
Neb., Okla., S. D., N. D., and Minn. to Lawrence, Kan., Wahpe- 
ton, N. D., Cincinnati, O., Kansas City, Mo., Larimore, N. D., and 
Sedgwick, Kan., cleaned, sacked and/or stored and reforwarded 
to points in Kan., Mo., Ia., Ill., and Minn., and to points beyond 
Chicago, Ill., Peoria, Ill., and St. Louis, Mo. Ask reparation. 

No. 25355. Lone Star Asphalt & Petroleum Corporation of Texas 
et al., El Dorado, Ark., vs. A. & S. et al. . 

Rates in violation sections 1, 3 and 13, liquid road oil, El Dorado, 
Ark., to points in Tex. Shippers at Port Neches preferred. In- 
trastate rates in Texas preferential of shippers at Port Neches, 
Tex. Ask rates and reparation. 


Ray VR 


No, 25356. Skelly Oil Co., Tulsa, Okla., vs. A. T. & S. F. et al. 
Unesanonaite rate and charges, gasoline, kerosene and lubricat- 
ing oils and greases, El Dorado, Kan., to Chillicothe, Mo. Asks 
reparation. 
No. 25357. Kemp Lumber Co. et al., Roswell, N. M., vs. A. T. & 
Ss. F. et al. 


Unreasonable rates and charges, asphalt, in metal drums, North 
Baton Rouge, La., to Carlsbad and Roswell, N. M. Ask rates 
and reparation. 

No, oo. Produce Distributing Co., Texarkana, Tex., vs. T. & P. 
et al. 

Unreasonable rate and charges, bananas, New Orleans, La., to 
Greenville, Tex. Asks cease and desist order and reparation. 


No. 25360. Twomey-Williams Co., Duluth, Minn., vs. Can. Natl. et al. 

Rates and charges in violat'on sections 1 and 6, pulpwood, 

points in western Canada to Port Edwards, Wis. Asks rates and 
reparation. 


No. 25361. The Mississippi Industrial Gas Co., Jackson, Miss., vs. 
A. G. S. et al. 
Unreasonable charges, pipe lines coating, Ensley, Ala., to Jack- 
son, Miss. Asks reparation. 


No. 25362. Daily Telegraph Printing Co., Inc., Bluefield, W. Va., vs. 
B. & O. et al. 

Unreasonable rates and charges, newsprint paper, Shawin'gan 

Falls, Que., to Bluefield, W. Va. Asks rates and reparation. 
No. 25363, S. Smith Coal Co., Kearney, N. J., vs. Erie et al. 

Rates in violation first three sections, bituminous coal, Clearfield, 
Greensburg and Westmoreland regions, Cumberland, Piedmont, 
Meyersdale, Pittsburgh-Youghiogheny, W. Va., and Klondike re- 
gions, to Kearney, N. J., via the Erie, as compared with rates to 
Kearney and other N. J. po‘nts via other lines. Asks rates and 
reparation. 

No. 25364. Swift and Co. et al., Chicago, Ill., vs. T. & P. et al. 

Unreasonable rates, vegetable oil shortenings, compound short- 
enings, lard and vegetable cooking oils, Ft. Worth and Dallas, 
Tex., to points in N. M., west of the north and south line of A. T. 
& S. F., from El Paso, Tex., to Trinidad, Colo. Asks rates and 
reparation. 

No. 25365. Yale Oil Corporation, Miles City, Mont., vs. C. B. & Q. 

Unreasonable rates and charges, road oil, Billings, Mont., to 
Kleenburn and Sheridan, Wyo. Asks rates and reparation. 

No. 9 Jackson Freight Bureau et al., Jackson, Miss., vs. A. G. S 
et al. 

Rates in violation sections 1 and 4, fertilizer materials, Flint 
and Detroit, Mich., Terre Haute, Ind., Aliquippa, Pa., an Pitts- 
burgh, Pa., Youngstown, Warren, Canton and Toledo, O., Wylie, 
Pa., and Niagara Falls, N. Y., to Meridian, Jackson, Newton, 
Laurel and Hazelhurst, Miss. Ask rates and reparation. 

No. 25367. Rock Hill Printing & Finishing Co., Inc., Rock Hill, S. C., 
vs. A. B. & C. et al. : 

Rate, in violation section 3, cotton piece goods, in original piece, 
and mixed cotton and rayon fabric, to Rock Hill, S. C., as com- 
pared with rates in effect to competing bleacheries located at 


Greenville, S. C., Biltmore, Concord, and Yadkin, N. C. Asks 
reparation. 
No, 25368. Truscon Steel Co., Youngstown, O., vs. Erie et al. 


Unreasonable rates and charges, structural steel, Youngstown, 
Q., to Grand Gorge, N. Y. Asks reparation. 
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No. 25369. Sevier Commission Co. et al., South San Frnacisco, Calif 
va. U. P. & al. 7 
Unreasonable rates, hogs, points in Kan., Neb., Colo., Mo. ang 
Wyo. to San Francisco and S. San Francisco, Calif. Ask cease 
and desist order and reparation. 
No. a John P. Marston Co., Boston, Mass., vs. M. & M. T. Co, 
et al. 

Alleges violation of section 6, as result of refusal to refung 
wharfage and cartage charges accruing on shipments of sizing 
imported through Boston and shipped to points in Va., N. ¢’ 

. C., Ga., Tenn., Ala. and Ky. Asks refund. 

No. 25371. The Colorado Culvert & Flume Co., Pueblo, Colo., ys 
Nevada Central et al. i 

_Charges in violation sections 1 and 6, corrugated steel rivetey 
pipe, 14 and 16 gauge, Pueblo, Colo., to Austin, Nev., same having 
been fabricated from steel originating at Ashland, Ky., for the 
part of the haul from Battle Mountain to Austin, Nev. Asks 
cease and desist order, rates and reparation. 

No. 25372. Yuma County Farm Bureau Marketing Association et al, 
Yuma, Ariz., vs. S. P. et al. 

Rates in violation section 3, hay, various points in Ariz. to 

Los Angeles, Puento and El Monte, Calif., as compared with 
» California state rates. Asks cease and desist order and rates, 
No. 25373. Mona Motor Oil Co., Council Bluffs, Ia., vs. U. P. et al. 

Rates in violation sections 1 and 3, crude oil and refinery 
cracking stock, Pampa and Borger, Tex., Enid and Oklahoma City, 
Okla., to Omaha, Neb., refiners in Okla., Kan., Tex. and Mo, 
alleged to be preferred. Asks reparation. 

No. 25373, Sub. No. 1. Same vs. Same et al. 

Same complaint and prayer. 

No. 25374. Pacifiec Tank and Pipe Co. et al., San Francisco, Calif, 
vs. B. & M. et al. 

Unreasonable rate and charge, wooden water pipe and/or 
wooden pipe, Oakland (Melrose), Calif., to Rutland, Mass., and 
Marcus Hook, Pa. Ask rates and reparation. 

No. ~— Spruce Pine Sand Co., Sheffield, Ala., vs. C. R. I. & P. 
et al. 

Rates and charges in violation sections 1, 3, 4 and 6 of act, 
gas oil, Camden and Pearson, Ark., Overton, Tex., to Spruce 
Pine, Ala., Birmingham and Sheffield, Ala., preferred. Asks rates 
and reparation. 

No. = Medusa Portland Cement Co., Cleveland, O., vs. A. A. 
et al. 

Unreasonable charges in violation section 6, cement, York, Pa., 
to Trident, Mont. Asks refund of overcharge. 

No. yi fy The Battle Creek Food Co., Battle Creek, Mich., vs. M. ¢. 
et al. 

Unreasonable rate, and charges, psyllium seed, New York, N. 
Y., to Battle Creek, Mich. Asks reparation. 

No. 25378. Shelbyville Harness Co., Shelbyville, Tenn., vs. I. C. et al. 

Charges in violation section 6, scrap rubber, Chicago, IIl., to 
Shelbyville, Tenn. Asks ratés and reparation. 

No. a. a Produce Co., Oklahoma City, Okla., vs. A. T. & 

. F. et al. 

Unreasonable rates, bananas, Laredo, Tex., to Oklahoma City, 
Shawnee, Enid and Tulsa, Okla. Asks reparation. 

No. 25380. E. O. Berger, Pittsburgh, Pa., vs. Pennsylvania et al. 

Unreasonable rates, mine props, Kimbolton, O., to Longview, 
Pa. Asks reparation. 

No, 25381. H. Stack Smith, Newark, N. J., vs. Southern et al. 

Unreasonable rates, tanning extract, Lynchburg, Va., to New- 
ark, N. J. Asks rates and reparation. 

No. 25382. Memphis Freight Bureau, for Forest Products Chemical 
Co., Memphis, Tenn., vs. G. S. & F. et al. 

Rates and charges in violation sections 1, 3 and 4, charcoal, 
Memphis, Tenn., to Tampa, Fla. Dealers at Jacksonville, Fila., 
and other points in southern territory outside Florida preferred. 
Asks cease and desist order and reparation. 

No. 25383. The Herzog Lime & Stone Co., Forest, O., vs. C. M. St. 
P. & P. et al. 

Unreasonable rates, raw dolomite, McVittys, O., to Freeport, IIl. 

Asks rates and reparation. 


PARCEL POST SURVEY 


A meeting of the parcel post committee, recently appointed 
by T. W. Timpson, Bloomingdale Brothers, New York, chair- 
man of the Retail Delivery Association of the National Retail 
Dry Goods Association, was held at association headquarters 
July 5 to formulate plans for a national survey of parcel post 
procedure and policies of department stores. The survey seeks 
to determine the extent to which this means of delivery is 
used by stores and to ascertain what changes have been made 
or are contemplated in order to meet recent increases in rates 
and to reduce operating expenses. 

At this first meeting a questionnaire was formulated to be 
sent to a selected number of stores. Information from this 
questionnaire will be analyzed and the future work of the 
committee planned in the light of its findings. 

The committee is comprised of the following: Charles E. 
Lewis, Saks-Fifth Avenue, New York; John Ackerman, Kresge 
Department Store, Newark, N. J.; W. Wasserman, Abraham 
and Straus, Brooklyn, N. Y.; Edward Walsh, Lord and Taylor, 
New York; and Henry Fallerius, Bloomingdale Brothers, and 
Morris H. Landau, director of the Retail Delivery Association, 
ex-officio. George L. Plant, director of the Store Managers’ 
Division of the National Retail Dry Goods Association, also at- 
tended the session. 


POSTAL INVESTIGATION 


The House committee on post office and post roads, begin- 
ning its inquiry into affairs of the Post Office Department as 
provided by a House resolution, has taken up the award by the 
Postmaster General of an ocean mail contract under the Jones 
White act of 1928 to the Seatrain Company, operating vessels 
carrying freight trains between New Orleans and Havana, Cuba. 
This contract has been the subject of prolonged controversy. 
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I.C.C. FORMS ey eT EXPORT FORMS 


Rule 5 Statement » eed 
Speciel Dochet DOMESTIC and EXPORT Invoices for all Britis 
Empire Points, Japan, 
FORMS 
France, Brazil, Peru, 
RULED FORMS Write for Sample Folder Export Declaration, 
on your business letter head Return Affidavit. 
Car Records ; 
Cleiea Record Horder forms are continuously checked 
a and revised against latest practices, rules 
Shipment and and regulations. Consult our Traffic men 


on special forms and records. 


BILLS of LADING - DOMESTIC FORMS 


Tonnage Records 


Attractive Prices — Guaranteed Accuracy 
a soe PADS—ROLLS—FLAT PACK Affidavits, Indemnities, 
Write for Quotations Claims, Tracers, Freight 
VISIBLE CLAIM ? Bills, Car Orders, Ex- 
Ea” | MONIES | SSS-. 
231 S. Jefferson St., Chicago | 


Shigpers Who Believe Their Rates Are Improperly Adjusted 


Should first approach the carrier with a carefully considered and comprehensively prepared 
concrete proposition showing how or why the existing rates are disadvantageous or are unrea- 
sonable or unjustly discriminatory. 


Where any of these elements are involved, if the shipper sets forth the facts in a clear and 
convincing manner, he is usually far more successful, saves more time and money, and suffers 
much less chagrin and disappointment than if he merely insists that his rates are out of line, 
demands readjustment, and, failing in that, complains to the Commission. 


Proceedings before the Commission at best are slow and expensive. Many are inclined to put 
up with unfair rates rather than become involved in formal proceedings. Furthermore, this plan 
does not make for better cooperation between carriers and shippers. 


The Traffic Service Corporation will assist your traffic counsel or attorney to make a thorough 
analysis of rate situations and point out maladjustments, setting up the data in a clear and 
comprehensive manner. If the plan suggested above does not prove successful in your case, 
he can then use the analysis and exhibits that have been prepared in presenting the matter to 
the Commission. 


THE TRAFFIC SERVICE CORPORATION 


**At Your Service’’ 


210 Mills Bldg. Washington, D. C. 
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Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 
Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 


Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Plier 3, Nerth River, New York, N. Y. 





1001 Feurth St., 111 W. Washington St., 
San Franelseo, Calif. Chicago, Ill. 

Long Wharf, 321 St. Charles St., 
Besten, Mase. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 


Insurance 
Savings 


When you ship your cargoes via 
American Mail Line President Liners 
you are saving time, money and in- 
surance costs. These vessels travel the 
shortest, most direct route to the 


Orient, thus saving days in transit 
time, with resultant lower shipping and 
insurance costs. 


In addition, this service is augmented by 
a fleet of fast cargo liners making regu- 
lar sailings to Japan, China and the 
Philippines. 

For full information apply desk No.6 


Be I 65.0605 06s 0000600 New York 
1714 Dime Bank Bldg rere 
110 S. Dearborn St 

Union Trust Bldg. Arcade......Cleveland 


General Freight Office 
740 Stuart Building...............Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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DOCKET OF THE COMMISSION 


July 11—Washington, D. C.—Examiner Davis: 

Finance No. 9476—Joint application of N. Y. Telephone Co. and 
Putnam Telephone Co., Inc., for a certificate that the acquisition 
by the former company of the property of the latter company wil] 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

July 11—Washington, D. C.—Examiner Curtis: 

1. & S. 3765, and 2 sup. orders—tIron pipe from Ohio and Pa. to 

Cc. F. A. points. 


July 11—Seattle, Wash.—Examiners Mackley and Hall: 
17000, part 7—Grain and grain products within western district 
and for export (and cases grouped therewith) (adjourned hear- 
n 


g). 
25148—Sperry Flour Co. vs. C. B. & Q. R. R. et al. 


July 11—Memphis, Tenn.—Examiner Kerwin: 
16323—The Scott County Milling Co. et al. vs. Butler County R. R, 
et al. (and cases grouped therewith) (hearing or further hearing), 
July 11—Washington, D. C.—Examiner McGrath: 
1. & S. 3767—Cement—N. Y., N. J. and Pa. to New York City. 


July 11—San Francisco, Calif.—Examiner Crowley: 
24915—-Western Cattle Marketing Assn. et al. vs. C. M. St. P. & 
P. R. R. et al. 
July 11—Washington, D. C.—Examiner Walsh: 
Finance No. 8481—N. Y. C. R. R. acquisition of B. C. G. & A. R. R, 
(rehearing). 
July 11—Dallas, Tex.—Examiner Taylor: 
25155—Albuquerque Natural Gas Co. et al. vs. A. T. & S. F. Ry, 


et al. 
25221—Southwest Water Co. vs. A. T. & S. F. Ry. et al. 
July 11—Washington, D. C.—Examiner Walton: 
25170—Accounting for capital items (In re: Atlantic Coast Line R, 
R. Co. and Atlanta, Birmingham & Coast R. R. Co.). 


July 12—Omaha, Neb.—Examiner Maidens: 

25185—Anoka-Butte Lumber Co. et al. vs. A. T. & S. F. Ry. et al, 
July 12—Dallas, Tex.—Examiner Taylor: 

25253—-Buell Lumber & Mfg. Co. et al. vs. Mo.-Ill. R. R. et al. 


July 13—Argument at Washington, D. C.: 
18650—-Peninsula Produce Exchange vs. Pa. R. R. et al. (and cases 
grouped therewith). 


July 13—Omaha, Neb.—Examiner Maidens: 
25137—Frank Zimmerman vs. C. & N. W. Ry. et al. 
25139 (and Sub. 1)—Frank Zimmerman vs. M. P. R. R. et al. 
July 13—Dallas, Tex.—Examiner Taylor: 
25140—Interstate Cotton Oil Refining Co. vs. T. & P. Ry. et al. 
July 14—Dallas, Tex.—Examiner Taylor: 
20728—Northwestern Potato Exchange, Inc., et al. vs. A. & S. Ry. 
et al. (further hearing, for purpose of determining to which par- 
ties reparation should be awarded). 


July 14—Omaha, Neb.—Examiner Maidens: 
25208—Genoa Oil Co., Inc., vs. C. R. I. & P. Ry. et al. 


July 14—Argument at Washington, D. C.: 
24863—-Florence Pipe Foundry & Machine Co. vs. Pa. R. R. 
24577—O. W. Seibert Co. et al. vs. Me. Cent. R. R. et al. 


July 14—New Orleans, La.—Examiners Hoy and Peyser: 
= | wae Application No. 14747, as amended, filed by J. E. 
ord. 


July 15—Omaha, Neb.—Examiner Maidens: 
* Fourth Section Application No. 1476—Coal to points in Iowa, Minne- 
sota, etc., filed by C. W. Galligan, agent. 
July 15—Little Rock, Ark.—Examiner Taylor: 
1. & S. 3759—Delivery charges absorbed by St. L.-S W Ry. 
25325—Absorption of drayage and trucking charges by St. L.-S. W. 
Ry. and M. P. R. R. 


July 15—Portland, Ore.—Examiner Crowley: 
Fourth Section Application No. 14622—Filed by S. J. Henry, for and 
on behalf of S. P. & S. Ry. and N. P. Ry. 


July 15—Argument at Washington, D. C.: 
24755—Henry C. Stuart vs. N. & W. Ry. et al. 
—. gee of Commerce of Greenville, O., et al. vs. A. C. & 
- Ry. ot al. 
24223—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 


July 18—Argument at Washington, D. C.: 
1. & S. 3729—Allowance for drayage in St. Louis district. 


July 18—St. Louis, Mo.—Examiner Taylor: 
1. & S. 3759—Delivery charges absorbed by St. L.-S. W. Ry. 
25325—Absorption of drayage and trucking charges by St. L.-S. W. 
Ry. and M. P. R. R. 


July 18—Spokane, Wash.—Examiner Crowley: 
“a Section Application No. 14621, filed by S. J. Henry, agent, 
et al. 


July 18—New Orleans, La.—Examiners Hoy and Peyser: 
— — Y an No. 14734—Filed by I. C. R. R. and Y. 


July 18—Seattle, Wash.—Examiners Mackley and Hall: 
1. & S. 3772—Grain in North Pacific coast territory. 


July 19—Washington, D. C.—Examiner Fleming: 
1. & S. 3718 (and lst supplemental order)—Export and import rates 
to and from southern ports (adjourned hearing). 
July 19—Argument at Washington, O. C.: 
23986—Ga. & Fla. R. R. and W. V. Griffin and H. W. Purvis, re- 
ceivers, vs. A. C. L. R. R. et al. 
23358—Blytheville Cotton Oil Co. et al. vs. St. L.-S. F. Ry. et al. 


July 19—WasfKington, D. C.—Examiner Armes: 
I. S. 3636—Cotton, woolen and knitting factory products between 
interstate points. 
24139—-N. C. Corporation Commission et al. vs. A. & W. Ry. et al. 
24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et al. 
- “ee Association of Cotton Manufacturers vs. B. & M. R. 
~ 8 al. 
Fourth Section Application No. 14336—Dry goods in south (adjourned 
hearing). 
July 20—Denver, Colo.—Chairman Porter and Examiner Koch: 
23508—Public Utilities Commission of State of Idaho vs. O. S. L. R. 
R. et al. (and cases grouped therewith). (Further hearing.) 
July 20—Washington, D. C.—Examiner Sullivan: 
* Finance No. 9422—Application Union Pacific R. R. for authority 
to acquire control, by lease, of railroads of Oregon Short Line 
= —- R. & N. Co., L. A. & S. L. R. R. and St. J. & 
. i. y- 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


=="? RICHMOND. VA. 










SHIP THROUGH 


WILMINGION 


on the Delaware 









































. Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space We solicit specific inquiries relating to 
& Sprinkled Buildings our facilities, our rates and terms. 


Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 


BA Southern R. R. Siding 20c Ins. Rate 


“LA Virginia Bonded Warehouse Corp. 
> 1709 East Cary Street 





QUAKER LINE 
DEPENDABLE SERVICE 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 





bef th From ALBANY, N. Y. — Fortnightly 

ee ee ATTORNEY AT LAW BOSTON, MASS. — Fortnightly 

— eekly 
°F INTERSTATE ae 2 Se Se BALTIMORE, MD.—Fortnightly 


ae Estrstte ‘mms Gomsmnaen 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 


Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


PHILADELPHIA, PA.—Weekly 


To Cristobal se Zone), San Diego, 
Los Angeles, San Francisco, 
Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse BALTIMORE, ore Building 

B Ss CHICAGO: 397 S. LaSalle St. 
DETROIT: General Motors Building 

ALBANY: D. & H. Building PITTSBURGH: Gulf Building 





TRAFFIC MANAGERS 





T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
. . . Departmental Service 

Intelligent Distribution 713 Mills Bldg. Commerce 
Center of America WASHINGTON, D. C. Specialists 
As the natural key to the nation’s operations. . . . Why not investi- HENRY -. SAUNDERS 
é third largest buying zone, and gate and see for yourself how a ‘ 

almost in the center of the coun- business location here would profit Valuation CONSULTING ENGINERR 

try, St. Louis unlocks the door to you? Cost and Statistical Analyses—Matters Relating 


a huge volume of profitable busi- Industrial Bureau of the Industrial Experts © os mectidetiens and Vatustions 
ness. But only so when St. Louis Club of St. Louis, 509 Locust St., 643 TRANSPORTATION BLDG. 
itself is utilized as a center of St. Louis, Mo. WASHINGTON, D. C. 





FREIGHT RATE: EXHIBITS—CHARTS: ADVISORY SERVICE: CLAIMS: MISCELLANEOUS: 
Adjustments Distance Demurrage 1. C. C. Complaints Damage Car Record Systems 
Quotations Rate Misrouting I. C. C. Decisions Delay Distributing Rates 
Surveys Statistical Reconsignment I. C. C. Rules of Practice Loss Routin 

Tariff Application 1. C. C. Tariff Circular Overcharge Traffic Depetnent Forms 
Transit Privilege Interstate Commerce Act Washington Representation 
Undercharges Law of Carriers 
Freight Bills INTERSTATE TRAFFIC COMPANY , Representatives 
Audited MILLS BUILDING, WASHINGTON, D. C. Wanted 





Cr oe ee ee CARS 
Modéwn in desiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORP. (°U") 327 sounm 14 S5A0nF st. 


CmMIicaAGo 





AIR TRAFFIC 


Reports received from the 32 companies operating sched- 
uled air lines in the continental United States in May show 
that 45,105 passengers were carried in that period, according 
to the Aeronautics Branch of the Department of Commerce. 

The number of miles flown by the scheduled air lines dur- 
ing the month was 3,962,897, express carried was 97,533 pounds 
and passenger miles flown were 11,700,557. 

Comparative statistics for January, February, March, April 
and May are given in the following tabulation: 


Jan. Feb. Mar. Apr. May Total 
Number of reporting companies— 
33 31 30 31 32 
Number of operating companies— 
33 31 30 31 32 
Passengers carried— 2 
25,960 24,774 33,532 41,127 45,105 170,498 
Express (pounds) carried— 
38,580 64,996 82,953 79,275 97,533 363,337 


Miles flown— 

3,531, oe 3,231,141 3,782,691 3,723,999 3,962,897 18,231,922 
Passenger miles flow 

6,075, 363 & 5,792,166 8,139,463 10,306,475 11,700,557 42,014,024 


C. OF C. AND RAILROADS 


The special committee on railroads of the Chamber of 
Commerce of the United States has formulated plans for prep- 
aration of its report for submission to the board of directors 
early in the fall. Measures for overcoming present difficulties 
and placing railroad credit on a sound basis for the future, 
including needed changes in the interstate commerce act in 
regard to rate-making, valuation and other provisions affecting 
railroad operation and finance, are under consideration. Judge 
F. C. Dillard, of Sherman, Tex., is chairman of the committee. 
Other members are: C. E. Bockus, president, Clinchfield Coal 
Co., New York; E. George Butler, secretary-treasurer, John G. 
Butler Co., Savannah; J. S. Crutchfield, president, American 


TRAFFIC MANAGER, now employed large industrial corporation, 


desires change; wide experience; Commission practitioner. Address, 


R. 362, care Traffic World, Chicago, Ill. 


We Bind The Traffic World 


se ee er eee oor vane oe SO) 


Prompt oat oe Work Guaranteed 
We ies ‘Din Also Bind All --{ of Publications 


The Book Shop Bindery a 


350-354 West Erie S 


other 


418 South Market Street 





The Traffic World 





The Traffic Bulletin 


Published Weekly 


Contains abstracts of all freight tariffs as soon as filed with the Commis- 
sion; dockets of all railroad rate committees ; embargo notices; sixth section 
permissions; fourth section applications and orders; suspended tariffs; 
consolidated classification docket; express classification docket; and all 


Freight Rate Information 


The Daily Traffic World and Traffic Bulletin 


Contains everything of a news nature later published in the weekly 
Traffic World and the weekly Traffic Bulletin, which are both included in 
a subscription for The Daily. A subscription also includes a valuable 


Service from Washington 
WRITE FOR PARTICULARS AND SAMPLES 


The Traffic Service Corporation 








Fruit Growers, Pittsburgh; Pierpont V. Davis, vice-president, 
The National City Co., New York; Carl P. Dennett, president, 
General Capital Corporation, Boston; Thomas H. Hanrahan, 
president, Buffalo Freight Terminal Warehouse Co., Buffalo; 
Emory R. Johnson, Dean, Wharton School of Finance and Com. 
merce, University of Pennsylvania, Philadelphia; E. B. Ober, 
president, Motor Power Equipment Company, St. Paul; W. iL 


Petrikin, chairman of the board, The Great Western Sugar Co, 


Denver; H. A. Scandrett, president, Chicago, Milwaukee, St. 
Paul and Pacific Railroad, Chicago; Harry A. Wheeler, Chicago; 
R. B. White, president, Central Railroad Company of New Jersey, 
New York City. 


RAIL LABOR’S RELIEF PLAN 


Senator’s Costigan, of Colorado, has introduced a bill 
(S. 4947) to provide emergency financing facilities for unem. 
ployed workers to relieve their distress, to increase their pur. 
chasing power and employment. He said the measure had been 
approved by the Railway Labor Executives’ Association. He 
said that the plan was, through a federal corporation similar 
to the Reconstruction Finance Corporation, to extend purchas. 
ing credit to the unemployed heads of households in the United 
States, and that orders for the necessaries of life were expected 
to result from such credit in volume sufficient to stimulate the 
restoration of industrial activity and more normal prices for 
which America had long impatiently waited. 

In an explanation of the bill by Donald R. Richberg, coun. 
sel for the labor organizations, it was stated that the plan 
called for creation of the United States Exchange Corporation. 
The corporation would be authorized to extend credit for neces- 
saries of life up to $500 for each household head. It would 
have an initial capital of $500,000,000 and be authorized to is. 
sue notes, debentures and bonds to the amount of not more 
than five times the initial capital, thus providing a total re 
volving fund of approximately $3,000,000,000. 





RAIL WAGE STATISTICS 


Class I railroads reported a total of 1,086,662 employes as 
of the middle of April and the total compensation was $132,704, 
019, according to the Commission’s monthly statement on wage 
statistics. Compared with the returns for April last year the 
summary for April showed a decrease in the number of em. 
ployes of 244,476, or 18.37 per cent. The total compensation 
showed a decrease of $54,615,030, or 29.16 per cent. 


CHANGES IN DOCKET 


Hearing in No. 25167, Nebraska Electric Power Co. vs. C. & N. 
W. Ry., et al. assigned for July 9, at Omaha, Neb. before Examiner 
Maidens, was canceled. 

Argument in No. 23986, Ga. & Fla. R. R. and W. V. Griffin and 
H. W. Purvis, receivers, vs. A. C. L. R. R. et al., assigned for 
July 8, at Washington, D. C., was canceled and reassigned for July 
19, at Washington, D. C. 
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